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Section 1
- INTRODUCTION

This report describes the results of a series of impact tests conducted to
evaluate modifications to the crew seat and restraint system used in the
F/FB-111 aircraft. The tests were requested by and conducted under the
auspices of the Life Support System Program Office (ASD/AES) of the
Aeronautical Systems Division of Air Force Systems Command, Wright-Patterson
Air Force Base. ASD/AES is responsible for the research and development of
appropriate measures to eliminate or reduce the high spinal injury rate
currently being experienced as a result of operational use of the F/FB-1ll1l
emergency escape module. This responsibility is defined by the Air Force
Systems Command Program Management Document R-P 6097 (3) P.E. 64212F/2229
entitled "F-111 Crew Restraint System Redesign"”.
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Figure 1. Crew Escape Module,
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A. BACKGROUND

The F-11l1 and FB-1l1l aircraft use an ejectable crew module to provide
emergency escape for the aircrewmembers. The crew module is an integral por-
tion of the aircraft fuselage prior to emergency escape. The module consists
of the pressurized cockpit and the forward portion of the wing glove structure
shown in Figure 1. When the escape sequence is initiated by either of the two
crewmembers, the module is physically separated from the aircraft fuselage by
a pyrotechnic system that explosively guillotines controls and cuts structural
members that attach the module to the fuselage. The module is then thrust
away from the fuselage by a solid propellant rocket motor. Aerodynamic stabi-
lization and deceleration of the module is accomplished by the shape of the
escape module, stabilization surfaces deployed from the module after separa-
tion from the fuselage, and a drogue parachute. After completion of the aero-
dynamic deceleration phase and achievement of a preselected altitude, the
module is recovered using a single parachute, Ground or water landing impact
is attenuated by gas-filled bags attached to the bottom of the crew module.

The acceleration environment that is associated with the use of the F/FB-11l1
crew escape module is complex. Within 2 to 10 milliseconds after a crewmember
initiates the escape sequence, powered inertia reels retract the shoulder
straps of the crew restraint systems. The retraction force varies as a func-
tion of the pre-ignition temperature of the propellant, the retraction
distance, and the resistance to the retraction. Under nominal conditions the
mean retraction force (measured using a rigid dummy) ranges from 153 1b to
258 1b for retraction distances of 2 inches and 13 inches respectively
(Whitney et al., 1970). The shoulder straps are nominally retracted in 0.16
to 0.34 sec. The crew module is severed from the aircraft fuselage and the
ejection rocket is ignited approximately 0.39 sec after escape initiation,
The ejection acceleration that is produced is a function of the aircraft
flight conditions, i.e., airspeed, altitude and attitude, as well as crew
module weight and pre~ignition temperature of the ejection rocket propellant.

The acceleration environment produced at low airspeeds is relatively mild.

The rocket acceleration vector is applied up and forward through the center of
gravity of the crew module at an angle of approximately 60 degrees with
respect to the crew module waterline or floor. The acceleration at zero
airspeed ranges from 8 to 12 G in the vertical (+G;) axis and 4.8 to 6 G in
the longitudinal (4Gy) axis of the module (Carney et al., 1966; Hatcher,
1966). However, the major portion of the acceleration profile is preceded by
a transient pulse as shown in Figure 2 (Hatcher, 1966). At zero airspeed, the
transient pulse magnitude is approximately 16 G in the 2 axis and 9.5 G in the
X axis with a velocity change of about 7 to 10 ft/sec. The transient pulse
has been attributed to the development of high pressure between the crew
module and aircraft structure after the rocket is ignited. The pulse is not
apparent in tests of the isolated rocket motor., The rocket produces a thrust
of 27,200 1b at a pre-ignition temperature of 57° F, yielding a total impulse
of 23,200 lb-sec (Atkins, 1971).

At higher airspeeds, where the aerodynamic forces become more predominant, the
direction of the resultant acceleration vector shifts aft and the ejection
acceleration magnitude increases. As the ejection speed increases the crew
module also tends to pitch upward after severance from the aircraft fuselage,
To counteract this motion and the high 2 axis acceleration that is produced, a
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Gravity During a Ground Level, Zero Airspeed Ejection Test.
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secondary nozzle located at the top of the rocket motor is used above 300
knots. Opening of the secondary nozzle drops the primary nozzle thrust from
27,000 1b to 9,000 1lb at 0.15 seconds from ejection initiation. The upper
nozzle then produces a thrust approximately 7,000 1lb yielding a resultant
thrust of 14,550 1b (Atkins, 1971).
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Figure 3. Dynamic Response Index Values Calculated From Qualification
Ejection Test Data (Gossick et al., 1968).

Although the secondary nozzle decreases the upward pitch motion, the Z axis
accelerations continue to increase with airspeed. Figure 3 shows the rela-
tionship between airspeed and the Dynamic Response Index, a value calculated
from the Z axis acceleration that is used to estimate the probability of spi-
nal injury (Brinkley et al., 1971). The data plotted in Figure 3 also

shows the relationship between the effect of the transient pulse and airspeed
in terms of the Dynamic Response Index. The amplitude of the transient pulse
does not increase until airspeeds above 330 knots are achieved, and then it
increases until, at 800 KEAS a value of 33 G in the Z axis and 10.5 G in the
X axis was recorded (McCauley, 1966).

Figures 4 and 5 show linear acceleration data recorded during the ejection
rocket burn phase of ejection tests accomplished at 270 and 600 KEAS. The
accelerations were recorded at the center of gravity of the crew module during
rocket sled ejection tests (Hefti, 1967; McCauley et al., 1966). These data
illustrate the relative magnitudes of the X, Y, and Zz axes acceleration com-
ponents, Note that the direction of the X axis acceleration reverses from

11
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+Gy at 270 KEAS to -Gy at 600 KEAS, During the 270 KEAS test, the resultant
acceleration vector direction (measured with respect to the crew module

waterline) ranged from 66.9° (at the transient pulse) to a maximum of 78.9° at

0.967 sec, when the resultant was 15.3 G within the first one second after

module severance, In contrast, the resultant acceleration vector direction

ranged between 103° and 117° during the same period of time when the crew

module was ejected at 600 KEAS. The change from 4Gy to -Gy has been estimated :
to occur between 330 to 400 KEAS. '

The drogue parachute is deployed 0.15 sec after rocket motor ignition. This
parachute increases the aerodynamic drag of the crew module by approximately
50 percent. The drogue parachute is fully open within 0.6 to 1.1 sec
depending upon airspeed and temperature.

The main recovery parachute is deployed within 1.03 to 4.39 sec below

15,000 £t depending upon the ejection airspeed. The initial parachute opening
shock is applied along the longitudinal axis of the module. The opening shock
at highe. airspeeds, which is reduced by reefing the canopy, ranges from 1.4
to 7.5 G (maximum resultant acceleration) at velocities of 330 to 700 KEAS at
5,000 ft. Reefing line cutters disreef the parachute 2.5 sec after riser line
stretch is reached. Seven seconds after deployment of the recovery parachute,
an explosively activated device repositions the parachute bridle, allowing the
crew module to be suspended in a level flight attitude prior to ground landing
impact.

The nominal parachute descent rate is 31 ft/sec at 5,000 ft altitude. The
maximum expected horizontal drift velocity is 43 ft/sec. This velocity will
occur when the wind velocity is 20 knots combined with a parachute oscillation
of 10 degrees. The air bag impact attenuator is most effective in reducing
the vertical impact, but provides some attenuation of the horizontal movement
at low to moderate drift rates, At higher drift rates the air bag shears from
under the module and the impact energy is attenuated, albeit less effectively,
by tumbling. Qualification tests of the impact attenuation system were con-
ducted with impact velocities ranging from 33 to 44 ft/sec. Both ground
(clay) and water impact conditions were studied. The data from the qualifica-
tion tests are summarized in terms of the peak accelerations shown in Table 1
(Fricker, 1966).

TABLE 1. PEAK ACCELERATION RANGES MEASURED AT THE SEAT PAN

Surface Peak Acceleration (G) Ranges
Gx Gy Gz

Clay 9-15 2-16 16-21

Water 3-10 1-6 14-15

Aeromedical evaluation of the landing impact environment conducted during the
crew module development and qualification test programs concluded that the
probability of injury was higher than acceptable, i.e., greater than 5 percent
but probably less than 20 percent under the most probable landing conditions
(Gossick et al., 1968). Figure 6 summarizes all of the available landing

14




impact test data, including measurements made during air drops, ejection tests
from a rocket propelled sled, and the previously mentioned qualification tests
of the impact attenuation system, The severity of the landing impacts is
expressed in terms of the Dynamic Response Index (Brinkley et al., 1971). 1In
the majority of the impacts plotted in Figure 6, the initial acceleration
pulse was a Z axis component which was then followed by smaller magnitude
accelerations in the X and Y axes.

2 - 4 Atteruator Qualification Tests
i O Sled Tests
€ Air Drop Tests

Dyuamic Response Index
-h
F-Y
t

A ~ { ]
2800 2900 3000 3100 3200

Crew Module Ejected Weight (LBS)

Figure 6. Dynamic Response Index Values Calculated From Ground Landing
Impact Test Data (Gossick et al., 1968).

Operational experience with the F/FB-111 crew escape module during the period
of October 1967 to October 1979 has revealed a high spinal injury rate.
Statistics available from the Air Force Inspection and Safety Center show that
the spinal fracture rate for that period is 34 percent of survived ejections.
Twelve spinal injury cases have been attributed to ejection force, 10 have
been attributed to landing impact, and 5 have been related to both ejection
and landing forces. The fractures that have occurred differ in type and loca-
tion from those commonly observed in USAF ejection seats. The spinal frac~
tures observed after F/FB-111 ejections have been found most frequently in the
midthoracic region of the spinal column (Kazarian, 1977). The most frequent
site of spinal fracture in ejection seat usage, when the aircraft canopy is
jettisoned prior to escape, i3 the lower thoracic and upper lumbar spine.

15
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An analysis of FP/FB-1l1 operational ejection data and radiographs of the
crewmembers conducted by Kazarian (1977) classified the spinal injuries under
five headings, but summarized the vertebral fractures in terms of two modes of
injury, i.e., the hyperflexion type and the hyperextension type. The
hyperflexion injuries were defined as anterior wedge compression fractures
resulting from acute flexion from the normal upper spinal curvature.

The hyperextension type was defined in terms of reversal of the normal cur-
vature of the spine that placed the anterior longitudinal ligament in tension.
Two forms of hyperextension fractures were described: (1) hyperextension
fractures without posterior vertebral centrum compression and (2) hyperexten-
sion fractures with posterior vertebral centrum compression. Kazarian
reported that 18 of the 62 ejectees had incurred hyperextension spinal
injuries and 14 had sustained hyperflexion fractures.

Kazarian theorized that the hyperextension injuries are due to the direction
of force application of the powered inertia reel and that they occur during
the powered inertia reel retraction phase of the ejection sequence. He also
concluded that the hyperflexion injuries are due to the ineffectiveness of the
upper torso harness and that they occur during ground landing impact. BHe
related the observed spinal injuries to the adverse geometric reactions of

the inertia reel and shoulder straps with the upper torso following ejection
initiation. He suggested that the solution to the problem of F/FB-1ll spinal
injuries is elevation of the positions of the inertia reel and the shoulder
strap anchor points above the crewmember's shoulder.

As a result of the observed injuries and the above mentioned recommendations,
ASD/AES initiated a contract program with General Dynamics, Fort Worth
Division (GD/FW), to investigate the feasibility of redesigning the F/FB-11l1
crew seat and restraint system to eliminate the downward shoulder strap
angles. The contract program has been divided into three phases. The first
phase was directed toward the development of design concepts (General
Dynamics, 1978). The second phase, which is currently underway, is directed
toward the design and testing of the revised crew seat and restraint system,
The third phase of the program is intended to accomplish the fabrication of
the modification kits and retrofit of the F/FB-1l1 fleet. The test program
that is described within this report is the final effort under phase two.

B. PROGRAM OBJECTIVES

The objectives of the crew seat and restraint system revision stated in the
contract with General Dynamics are:

1. Eliminate the downward component of force on the spine caused by the
shoulder straps.

2. Reduce rotation (down and forward) of the shoulders and back on ground
impact.

3. Extend the seat back to provide support for the upper back during
powered retraction.

The objectives of the test program described herein are summarized below.
1. The primary objectives are to assess the adequacy of the restraint

system as an impact protection device, quantify the inertia reel strap
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geometry for a range of subjects, and possibly uncover any areas in which the
redesign may have decreased the restraint system per formance.

2. The secondary objective is to study the rotation of the subjects' head
and shoulders on impact using photometric data to further assess the per for-
mance of the redesigned seat and harness configuration.

The program is intended as a demonstration test rather than an exhaustive per-
formance test. However, the efficacy of the redesigned configuration will be
estimated by comparing inertial and kinematic responses of the test subjects
within groups of seat adjustments and subject sizes, evaluating medical
findings, evaluating subjective responses, and comparing test results with

baseline data collected during previous tests of the current operational
harness.




Section 2
= TECHNICAL APPROACH

The experimental design was accomplished to demonstrate the redesigned crew
seat and restraint system over its complete range of adjustments. The accel-
eration environments were selected because of the availability of baseline
data and a desire to minimize the risks to the test subjects. The accelera-

. tion profiles that were used for the forward facing (-Gy) and the sideward

N (+G,,) impact tests were developed to approximate the acceleration profiles
useg in earlier tests of the F/FB-1lll restraint system (Moss, 1968). Although
vertical acceleration tests had not been accomplished in the earlier eva-
luation, these were considered to be crucial in the evaluation of the rede-
signed configuration in view of the large numbers of hyperflexion spinal
injuries attributed to the inadequacy of the restraint during ground landing
impact. The vertical (+G;) impact profile that was selected is one that has
been extensively used by AFAMRL to evaluate other escape equipment with
volunteer subjects.

At least two impact severity levels were used for each test series. The lower
level was chosen to gain experience with the equipment being evaluated with
minimal risk to the test subjects. The impact stress was then increased to
the level where comparative data or experience were known to exist and the
risk of injury was still acceptably low.

TABLE 2. TEST MATRIX FOR VERTICAL IMPACT PHASE

SHOULDER STRAP/SEAT POSITION

0°/90° FD/90° 09/103° 0°/110° | FD/110°
8 1,11
IMPACT
LEVEL
(G) 10 I I 1,11 1I 11

The test matrix for the +G, impact tests is shown in Table 2, Three seat back
angles were explored. The 103° back angle (measured with respect to the crew
i module floor plane) was estimated to be the most likely to be used opera-
P tionally. The 90° seat back position represents an extreme of adjustment; it
o was also considered a likely position to be selected by the aircraft weapons

. systems operator. The 110° seat back angle is near the other extreme and
%} represents the position that might be used for comfort.

Two vertical adjustment positions were explored. In the first, the seat pan

. was elevated until the inertia reel straps were horizontal, i.e., zero degrees
to the aircraft waterline. Negative strap angles were not explored since they
had been theorized to predispose to spinal injuries and an experimental
investigation of this factor would have required a more extensive test
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program. The second position was one where the seat pan was adjusted to the
lowest position, referred to as "full down". In the full down position, the
inertia reel strap angle is a function of the mid-shoulder sitting height of
each subject. The second position was considered less likely to be used than
the first for the pilot, but apparently is used by the weapons systems opera-
tor. The 8 G trial or orientation tests were all accomplished in the
09/103° shoulder strap/seat position cell of the matrix.

The test subjects were divided into two groups that were matched with respect
to total body weight and mid-shoulder sitting height. The groups are
designated in each cell of the matrix by Roman numeral I or II.

TABLE 3. TEST MATRIX FOR SIDEWARD IMPACT PHASE

SHOULDER STRAP/SEAT POSITION

0°/90° 09/103° FD/103°
4 1 II III ]
IMPACT 6 I II 111
LEVEL
(G)
8 I,11,III II,III I,III

Table 3 provides the original test matrix for the +Gy impact tests. Two seat
back positions, which were judged to be of concern under sideward impact
loading, were explored. The primary emphasis was placed on the position esti-
mated to be most frequently used, the 103° position. Tests were conducted in
all cells of the matrix. Three subject groups were established for this
experimental design. The groups, designated by Roman numerals, were also
matched according to body weight and mid-shoulder sitting height. {

The -Gy test matrix is shown in Table 4. As in the +G, test phase, all three
seat back positions were explored. Emphasis was given to the 103° seat back
position. No tests were scheduled for the cell: 8 G, FD/103°, The subjects
were again tested by groups based on pairing according to total body weight and
mid-shoulder sitting height.

Impact tests were performed under all conditions in the matrices using an
anthrompomorphic dummy prior to tests with volunteer subjects. As an additional
safety precaution, a dummy test was performed each day prior to testing with
human subjects.
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TABLE 4. TEST MATRIX FOR FORWARD FACING IMPACT PHASE

SHOULDER STRAP/SEAT POSITION

0°/90° 0°9/103° FD/103° FD/110°
8 I 11 1944
IMPACT
LEVEL {
(G) 10 I I,II 11,111 111

The measured variables in each test included the shoulder strap geometry, the
restraint preloads, the restraint forces during impact, the seat pan forces
(horizontal and vertical), the foot bracing loads, acceleration of the subject's
head and chest, acceleration of the impact carriage and seat pan, and the
displacement of targets mounted on the subject's body segments.

The experimental matrix was designed to permit analysis of measured results by
means of the Wilcoxon paired-replicate rank test, This test was used to
establish statistically significant trends in test parameters from one test con-
dition to another. Each experimentally measured parameter for each subject was
compared to the same parameter for the same subject in a different test con-
dition, thereby establishing a "pair difference®. When a sufficient number of
subjects' pair differences for a specific parameter changed in the same direc-
tion from one test condition to another, the trend was established as statisti-
cally significant by the Wilcoxon test. The 90% confidence level (assuming a
two-tailed test) was the chosen level of significance in this study.

Severity indices (Gadd, 1966) were calculated as a means of comparatively eval-
uvating body segment acceleration measurements. The severity index calculation
was used to derive a parameter that is a function of the measured acceleration-
time history, rather than a single value such as peak G. The index value was

used for comparative purposes only; no exposure limit value was assigned to the
chest or head acceleration severity indices.




Section 3

TEST ITEM

o
0

Figure 7. F/FB-1l1 Seat Installations on Crew Module Aft Bulkhead.

A. CURRENT OPERATIONAL SYSTEM

The F/FB~1ll crew module contains two crew seats attached to the aft bulkhead
of the cockpit structure as shown in Figure 7. The distance between the two
seats is 8 7/8 inches. Instrument/control consoles are located between the
seats and on the outboard side of each seat as shown in Figures 8 and 9. The
ejection initiation handles are located on the center console. Small consoles
are also positioned forward of the aircraft control columns between each
crewmember 's legs (see Figure 8). Rudder control pedals are located under the
main instrument panel. These pedals may be zljusted over a fore-aft distance
of 6 inches. Additional leg length accommodation is provided by horizontal
adjustment of the seat pan.

The crew seat design shown in Figure 10 is unique to the F/FB-111 aircraft.
The seat pan and the lower pivot point of the seat backrest can be adjusted in
the aircraft longitudinal axis over a range of 5 inches in 1 inch increments.
The vertical position of the seat pan and the lower backrest pivot are con-
tinuously adjustable over a range of 5 inches by an electro-mechanical
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Figure 8., Top View of Crew Module Cockpit Area.

PILOT'S INSTRUMENT DISPLAY

A

LEFT CONSOLE

Figure 9. Side View of Crew Module Cockpit Area.
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actuator. The angle of the backrest is determined by the longitudinal and
vertical position of the lower backrest pivot on the seat pan and the upper
backrest pivot located on the support structure of the headrest. The headrest
and the upper backrest pivot are adjustable, in 1 inch increments, over a
longitudinal distance of 6 inches.

The set pan is constructed of a metal frame and fiberglass pan. The pan is
shaped to provide a generalized buttocks contour. The seat pan cushion is
made of two layers of plastic foam covered by stretchable fabric. The top
layer of foam is a 1/2 inch thickness of 65.1 1b/ft3 density plastic foam

(B. F. Goodrich Koroseal M407), The lower layer, which is 2 inches thick, is
composed of 1.6 lb/ft3 density polyurethane foam (MIL-5-27332). The seat back
cushion is constructed of the same 1.6 lb/ft3 density polyurethane foam
covered by stretchable knit nylon fabric. The helmet contact surfaces of the
headrest are covered by 7/16 inch thick plastic foam (Uniroyal Ensolite, 6.28
to 8.5 lb/ft3) .

The restraint system used in all operational F/FB-1l1 ejections since 1970 is
the lap belt, shoulder strap and crotch strap configuration shown in

Figure 11. The harness is attached to the crew seat at five points and to the
inertia reel at two points. The shoulder strap geometry is unique in that the
straps originate from the inertia reel, pass through the rollers attached to
the shoulder strap yoke, and are attached to the top of the backrest on the
opposite side of the seat. The intention of this cross-over geometry is to
provide sideward impact protection. The lap belt is attached to the seat
structure at the seat reference axis (the intersection of the plane of the
seat back and the seat pan). The crotch strap (also referred to as the anchor
strap or negative G strap) is attached to the front of the seat pan. The
shoulder straps are attached to the shoulder strap yoke bhelow the rollers
above the chest strap adjustment buckles. The lap belt, crotch strap, and
lower portion of the shoulder straps (chest straps) are constructed of 1 3/4
inch wide Terylene webbing. The shoulder straps attached to the inertia reel
are 1 3/4 inches wide polyester webbing (Type I, MIL-W-25361).

The restraint system used in the F/FB-1l1 is not the system that was origi-
nally designed for this aircraft. The harness that is now operational is
based on a design developed by the Royal Air Force Institute of Aviation
Medicine (Reader, 1967). The harness was installed in the F/FB-1l1 aircraft
in 1970, after the completion of development tests and evaluation.
Demonstration impact tests were performed using prototypes of the harness
(Moss, 1968). These tests were conducted on the Daisy Decelerator at Holloman
AFB in 1968, The results of these tests indicated that the restraint system
generally provided adequate restraint. However, the testing was limited in
its scope. Extremes of subject size and seat adjustment were not evaluated.
Furthermore, the acceleration vector orientations were limited to sideward
(-Gy) and forward facing (~Gy) directions.

The inertia reel that is used to tighten the shoulder straps prior to ejection
is a ballistically powered unit manufactured by Pacific Scientific Company
{PSCO P/N 0103147-75). The reel is mounted to the aircraft bulkhead below the
headrest support frame and maintains this fixed position during seat or
headrest adjustments. The reel is powered by a pyrotechnic gas generator that
is fired within 0.01 sec after manual ejection initiation. The reel is
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Figure 11. F/FB-11ll Restraint System.
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automatically locked during firing. The data collected during the original
qualification tests of the reel (Whitney et al., 1970) are summarized in

Table 5.
TABLE 5
SUMMARY OF INERTIA REEL QUALIFICATION TEST DATA

'; NUMBER TEMP. DISTANCE  TIME VELOCITY PEAK LOAD RESIDUAL

E TESTED (°F) (Inches) (Sec) (Ft/Sec) (Lb) (Lb)
17 +200 10 x=0.162 x = 6.51 x = 227 X = 77.2
s = .013 s = .506 s = 32,51 s = 14.91
2 +200 2 x=0.265 x = 3.25 x = 180 x = 38,0
s = ,021 s = ,354 s = 14,14 s = 4,24
17 - 65 13 X = 0.254 X = 4.68 X = 258 X = 46.6
s = ,020 s = 574 s = 26,99 s = 13,02
3 - 65 2  x=0.270 x=2.23 X = 153 x = 93.7
s = ,030 s = .208 s = 40.42 s = 11.06

x = sample mean
s = standard deviation

Peak Load = maximum shoulder strap force during first one second with duration
of 0.1 second.

Residual = maximum shoulder strap force one minute after firing reel.

P These tests were conducted using a test apparatus that included a rigid torso
- simulator. The tests conducted at 200° F were accomplished with the torso set
to simulate the 95th percentile body size and a 100 lb opposing force was
applied to the shoulder straps. The -65° F/13 inch retraction tests were con-
ducted with the torso simulating Sth percentile properties and no external
opposing force was applied. The -65° F/2 inch retractions were done with the
same initial conditions as the 200° F test series,

; ﬁ" The F/FB-111 crew seat and restraint harness deviates from current USAF seat

: and restraint design criteria in several major aspects. First, the position
of the tie-down points of the shoulder straps can be below the mid-shoulder
height of the 95th percentile crewmember., Attachment of the reflection (or
cross-over) straps at a point that is 24.09 inches above the seat reference
axis assures that these two tie-down points will be at or below the mid-
shoulder sitting height of approximately 90% of the flying population. Since
the seat pan can be vertically adjusted with respect to the fixed position of
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the inertia reel straps (fuselage station 263.25 and waterline 200.75), the
tie-down points created by the inertia reel can also be located below the mid-
shoulder height of 75 percent of the flying population. Second, the headrest
is mounted forward of the seat backrest and causes the plane of contact of the
back of the flight helmet to protrude as much as 2 1/4 inches forward of the
seat back plane. This headrest position was dictated by a USN requirement to
provide head support to maintain over-the-nose vision during carrier launches.
The current USAF design specification for capsule emergency escape systems
(MIL-C-25969B, 1970) indicates that the headrest should be located 1 inch aft
of the plane of the seat back.

B. PROPOSED MODIFICATIONS

The General Dynamics Corporation has redesigned the crew seat and restraint
system under Contract No. F33657-78-C-0651, with the Life Support System
Program Office. General Dynamics first conducted a feasibility study to deter-
mine approaches to improve the crew seat and restraint system. A redesigned
crew seat and restraint configuration was then selected for testing in June 1978
(ASD TWX 1316302). The proposed redesign consists of:

1. Rerouting the inertia reel straps to raise the shoulder strap tie~down
point of the inertia reel.

2. Moving the cross-over strap attachment points up to the headrest support
frame.

3. Extension of the height of the backrest.

The redesigned configuration is shown in Pigure 12, Rerouting of the inertia
reel straps is accomplished by two sets of rollers that are attached to the
inertia reel assembly. These rollers increase by 1.9 inches the height of the
points through which the retraction loads are applied to the crewmember and
through which a portion of the inertial loads of the human body are carried
during acceleration of the crew module throughout the escape sequence. The
reflection strap attachments are mounted to points at waterline 203.2 within the
headrest support frame and move fore and aft when the headrest position is
adjusted.

The backrest extension increases the height of the backrest at the center and
each side by 2 1/4 inches. Each side of the seat back extension is recessed by
1 1/4 inches to clear the inertia reel straps when the seat is adjusted to its
upper limit, A section of the contact surface at the bottom of the headrest has
also been removed to provide clearance for the shoulder straps. This reduces
the height of the headrest support surface from 9.0 to 6.34 inches.

The restraint harness assembly is not changed in the proposed modificaton.

Table 6 summarizes the data obtained from inertia reel tests accomplished with
the modified shoulder strap routing and attachment arrangement (Whitney, 1979).
These tests differed from the earlier tests of the inertia reel in several
respects. First, the 200° F tests were accomplished with a 5th percentile simu-
lated torso and the -65° F tests used a 95th percentile torso with an opposing
force of 100 1b. Second, tests were not accomplished at 2 inch retraction
distances. The retraction time at -65° F was much slower (x = 0,338 sec versus
0.254 sec) and the peak load was lower (x = 179 lbs versus 258 1lbs). The dif-
ference in performance has been attributed to a change in the inertia reel gas
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Figure 12. Proposed Crew Seat and Restraint System Modifications.
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generator as well as the change in the harness configuration and test

e

procedures.
TABLE 6
SUMMARY OF INERTIA REEL PERFORMANCE TEST DATA

NUMBER TEMP. DISTANCE TIME VELOCITY PEAK LOAD RESIDUAL
TESTED (°F) (Inches) (Sec) (Ft/Sec) (Lb) (Lb)

4 +200 10 X =0.170 x = 6.38 X = 231 X = 89.3

s = 0,008 s = 0,457 s = 18,80 s = 9,777
4 - 65 13 X = 0,338 x = 3.60 X =179 X = 53,0%

s =0.034 s =0.424 s = 26.69 s = 15,13

*n = 3, Residual loads invalid on one test due to misrigging of reel.

C. TEST RELATED MODIFICATIONS

The impact test program was accomplished using two crew seats salvaged from an
F-111 aircraft. The seats were modified by GD/FW to represent the proposed
redesigned configuration. Test fixtures necessary to mount the seats on the
test facilities were designed and built by GD/FW. The horizontal impact test
fixture is shown in Figure 13. Rudder control pedals and foot load measuring
equipment were supported by the structure shown in Figures 14 and 15. The
vertical impact test fixture is identical in layout of equipment, but the
structural design of the seat support frame differs as required to mate with
» the AFAMRL Vertical Deceleration Tower and carry vertical loads. The orien-
| tation of the load cells within the foot load measuring assembly also change
between vertical and horizontal test fixtures.

R Variations from the actual aircraft installation were:

1. The side, center, and "between the legs" consoles were not simulated.
, 2. The instrument panel was not simulated.
v 3. The seat support frame of the test fixture prevented movement of the
, headrest to the most aft adjustment increment.
A 4. The vertical seat adjustment actuator was not used in the vertical
impact tests. The actuator was replaced by the strut shown in Figure 16.
Vertical adjustment is thereby limited to 1 inch increments but covers the 5
inch range provided by the operational configuration.

S. The addition of transducers to measure loads within the restraint
harness.

6. Instrumentation of the seat pan to measure vertical and horizontal
loads.

7. During the -G, impact tests, a 1 inch thick layer of Ensolite plastic
foam was added to the helmet contact surface of the headrest., Since the sub-
jects d4id not wear flight helmets during this phase of the test program, the

S
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Figure 15. Rudder Pedal Installation.
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Figure 16. Test Fixture Showing Detail of Vertical Seat Actuator
Replacement Strut.
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additional toam assated that the subject's head would be in the same initial
position as it would have been if a flight helmet had been worn.

Of these variations, only the absence of the consoles was found to have
any known influence on the test results and this influence was restricted to
the sideward impact tests.

Instrumentation of the restraint harness and seat pan was accomplished without
altering the interface between the body support/restraint and the test sub-
jects. Forces were measured at each strap of the harness by the use of strain
gages applied to the metal end fittings of the lap belt, reflection straps,
and the crotch strap. LeBow gages were used on the inertia reel straps.

Three load cells and two mechanical links with strain gages were mounted
within the seat pan structure without altering the outer shape of the seat

pan configuration.

The support structure for the reflection strap attachments was provided with
two sets of mounting holes for the attachment of the reflection straps. These
attachment points are located 2 1/16 inches and 3 1/2 inches from the plane of
symmetry of the crew seat. Either set of holes was considered to be a
feasible mounting site for the final production hardware. It was estimated
that the outermost mounting sites would provide slightly better protection
during sideward impact and the inner set would (1) reduce the possibility of
interference of the reflection straps with the crewmember's helmet in lower
seat positions and (2) reduce medial loading of the crewmember's shoulders and
neck. Conceivably, the attachments of the reflection straps could also be
fastened at a central point on the support.

The reflection straps were attached to the inner set of mounting holes
throughout the impact test program. Figure 17, a photograph taken during a
static load test at GD/FW, shows the location of these points. These holes are
about 3 3/16 inches closer to the plane of symmetry of the seat than the pivot
points of the attachments to the backrest of the configuration that is currently
operational. The holes are also aft of the current attachment points by

approximately 0 to 5 5/8 inches depending on the adjustment position of the

headrest/seat back pivot.

The restraint system was pretensioned prior to the impact test. The pretest
load was 20 +5 1b measured in each side of the lap belt. The total load
acting at each shoulder strap roller guide was set to this same value by
measuring the load in the right and left inertia reel straps. This measure
was a little more than one-half of the total force applied at the roller
guide. The resulting preload in the shoulder straps is lower than the load
expected in operational use, but the test program requires the imposition of
preloads on the subject for long periods of time before impact compared to .the
pre-ejection sequence. Therefore, application of operational loads was not
considered practical without an inertia reel., Previous tests of similar F-111
harnesses in England and at Holloman AFB indicated subjective complaints with
pretensions of 50 pounds per strap and greater. Previous experience at AFAMRL
indicated that significant variations in restraint performance occur as a
function of pretension primarily in the range below 20 pounds. With the pre-
tensions applied in this program, adequate pretension was felt to be assured
at impact since the track friction prior to brake contact applies a further
preload of approximately 0.3 G. In vertical tests, a similar prelocad was
anticipated as the seat cushion was unloaded during the drop.
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Figure 17. Reflection Strap Attachment Points Shown During Static Tests.,
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Section 4

TEST EQUIPMENT, METHODS AND FACILITIES
A. VERTICAL DECELERATION TOWER

The AFAMRL Vertical Deceleration (VDT) Tower and the crew seat test fixture,
shown in Figures 18 and 19, were used for the vertical impact test phase. The
test facility consists of a 60 ft high steel tower, which supports a guide rail
system, an impact carriage, a hydraulic deceleration device, and a test control
and safety system. The impact carriage that is used to carry the test specimen
can be raised to a height of up to 42 ft prior to release. After release, the
carriage free falls until a plunger attached to the carriage enters a water-
filled cylinder mounted at the base of the tower. The deceleration profile that
is produced as the plunger displaces the water in the cylinder is a function of
the free fall distance, the carriage and test specimen mass, the shape of the
plunger, and the diameter of the cylinder orifice.

Figures 20 and 21 show typical sled acceleration data recorded during the
Z-axis tests. The 10 G test level mean acceleration for the entire vertical
test series was 10.46 G with an estimated standard deviation of 0.22.

B. HORIZONTAL DECELERATOR FACILITY

The AFAMRL Horizontal Decelerator (HD), shown in Figure 22, was used for

the sideward and forward facing impact tests, The facility consists of the
launch system, a track, an impact sled, a hydraulic decelerator, and the safety
and control system.

The launch system, which is used to accelerate the impact sled, is shown in
Figure 23. Prior to initiation of testing, energy is stored in a flywheel that
is driven by an electric motor. During a launch, the flywheel is coupled to a
reel by an electronically controlled hydraulic clutch. Fabric tape, attached
to the reel and a shuttle sled, is wound onto the reel to accelerate the
shuttle sled which pushes the impact sled toward the Hydraulic Decelerator.
The acceleration phase of the launch occurs for a distance of 73 to 75 ft.

The impact sled then separates from the shuttle sled and coasts approximately
135 ft to the impact area. During the coast, phase the sled velocity is
measured and controlled by an active velocity control system described later
in this report.

The hydraulic decelerator, shown in Figure 24, is a horizontal cylinder bored
within a series of steel blocks. The cylinder blocks are mounted within a
water containment enclosure. At the point of impact, a 5 ft piston attached
to the impact sled punctures a polyethylene retaining membrane and forces the
water within the cylinder through orifices in the cylinder wall. 1In Figure 25,
the top of the water enclosure has been removed to show the positions of the
orifice plugs that surround the cylinder block. The deceleration profile is
controlled by varying the diameter of the orifices.

Figures 26 and 27 show the fixtures mounted to the impact sled for the X and Y
axes test phases. The maximum sled acceleration profiles used in the X and Y
axes tests are shown in Figures 28 and 29.




Figure 18. AFAMRL Vertical Deceleration Tower and F/FB-111 Test Fixture
Viewed from Below.
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Figure 19. Vertical Deceleration Tower Carriage and F/FB-11ll Test Fixture with
Volunteer Subject During Impact.

All tests accomplished on the Horizontal Decelerator Facility are initiated and
controlled by a master safety and control system. This system monitors the sta-
tus of the critical launch system components, sled velocity, the data acquisi-
tion systems, and test area security. The system provides automatic test abort,
= if the equipment status is unacceptable or if the subject, medical monitor,
% safety officer, or deceleration area technician release hand-held switches.

C. EXPERIMENT CONTROL

Reproducing impact conditions during tests conducted in the low velocity range
on the HD requires that a special velocity control system be used (Juhasz et
al., 1980). This system reduces the likelihood that the test subjects will be
exposed to excessive impact velocities and accelerations. The control system
assures a predictable velocity profile during a sled run by activating the sled
mounted brake hardware whenever an instantaneous actual velocity exceeds the

3 instantaneous model velocity stored in a PDP-11/34 computer. Each test is ini-

SR tiated with a slightly overspeed launch to assure that the actual velocity pro-

- file during a sled run never falls below the model velocity profile stored in

{ the computer. Otherwise, convergence of the two would require increasing the
sled velocity which is not possible with brakes as actuators. Upon entering the
deceleration phase of a test, the sled trips a switch which starts the computer
control program. At each control window of 320 msec duration, the program
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Figure 23. Impact Sled Launch System.
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Figure 24.
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Side View

Top and Side View Drawings of the Rydraulic Decelerator.
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Figure 25, Hydraulic Decelerator with Top of Water Enclosure Removed.
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Figure 26. Test Fixture Mounted on the Impact Carriage for the X Axis Tests.

Figure 27. Test Fixture Mounted on the Impact Carriage for the Y Axis Tests.
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Impact Profiles Used During the X Axis Test Series.
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calculates the velocity error as the difference between the instantaneous actual
velocity and instantaneous model velocity. Then the computer outputs a five
volt signal to the brake hardware for a time proportional to the velocity error.
The signal excites the solenoids of two control valves, which apply nitrogen gas
at 280 psi to activate the two brake units on the sled.

The predictability of sled impact velocities was improved with this control
system. More than nineteen sled tests at each test level (4, 6, 8, and 10 G)
were conducted, with and without the operation of the velocity control system,
to demonstrate the reliability of the system. For sled tests without the
control brake system, the velocity of impact had a standard deviation of 3.51
ft/sec at a desired 4 G level of sled impact. With the control brake system,
the standard deviation of the impact velocity for a 4 G impact sled test was
reduced to 0.75 ft/sec, improving the predictability of sled impact velocity by
a factor of 4.7 for a 4 G impact test,

D. ELECTRONIC INSTRUMENTATION

Electronic data collected during the three test phases included sled accelera-
tion and velocity, test fixture loads and acceleration, subject head and chest
acceleration, harness loads and electrocardiograms. Detailed descriptions of
the instrumentation, electronic data processing equipment, mounting proce-
dures, and calibration techniques are provided within Appendix A. The
following information summarizes the electronic instrumentation that was used
to acquire the test data.

Sled acceleration was measured using three miniature, piezoresistive accelero-
meters mounted to the structure of the VDT carriage and the HD sled. Vertical
velocity of the carriage was determined at the point of impact. The velocity of
the HD sled was computed from displacement data collected throughout the launch,
coast, and impact phases of the X and Y axes tests.

The test fixture was instrumented to measure the acceleration transmitted to
the subject and the inertial forces reacted into the seat, restraint, and foot-
rest by the subject. Triaxial acceleration was measured on the seat pan struc-
ture to quantify the acceleration input. The seat pan structure included three
load cells and three load links to measure the vertical and horizontal forces
reacted through the structure. 1Inertial forces were measured in the restraint
system by using strain gages bonded to the seat attachment hardware or Lebow
belt load cells. Leg bracing forces were measured by three triaxial load cells
that were incorporated within the rudder pedal support structure.

Triaxial accelerometer arrays were used to measure acceleration on the head and
chest of each subject. The chest accelerometer package was held tightly against
the subject's sternum by a Velcro chest strap. The subject's head accelerome-
ters were mounted on a dental bite block, which was held in the subject's mouth
during the test. A few veteran panel members used permanent metal bite plates
which had been fabricated at the Dental Clinic. For most subjects, however, a
temporary, disposable bite block made of Optosil was fabricated prier to each
test. This technique has proven to be not only a safe means of providing
intraoral/dental protection during impact, but also an effective way of elimi-
nating movement of the accelerometer package relative to the subject's head
during impact. Comparisons between data obtained with the metal bite plate and
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the Optosil bite block have shown no difference in the quality of the measure-
ments.

E. MEDICAL INSTRUMENTATION

The medical instrumentation for each impact exposure in this program was stan-
dardized as follows. Three stick-on EKG electrodes were placed on the subject,
one on the upper posterior aspect of each arm and a third on the right lateral
chest, sixth intercostal space, mid-axillary line. The snap-on lead from each
of these electrodes was plugged into a telemetry transmitter, which in turn was
strapped to the left upper extremity of the subject. Continuous remote
transmission of a single lead EKG to a portable EKG machine located at trackside
was assured prior to each impact. Sitting and standing EKG's were obtained
immediately pre-impact and post-impact and a continuous tracing was obtained
during test countdown and impact, If the medical monitor observed a significant
relative decrease in pretest heart rate, indicative of vasovagal pre-syncopy, or
a pretest arrhythmia, he was able to abort the impact. Coincident with EKG
recording, pretest and post-test sitting and standing blood pressure deter-
minations were made for each subject by the medical technician using a sphygmo-
manometer. These pressures were recorded on the appropriate EKG tracing.

F. DATA ACQUISITION AND RECORDING

Both data acquisition/processing and control requirements were satisified by
utilizing the Automatic Data Acquisition System (ADACS), which has the capabi-
lity of sampling 48 data channels at a rate of 1000 samples/second/channel., For
the F-111 test program, analog signal data were taken from 38 data channels.

The on-board portion of the ADACS amplifies, filters, and encodes the analog
data samples from all 48 channels into a digital format (pulse code modulated)
which is then transmitted via an umbilical cable to a word formatter. The word
formatter reformats the serial data into parallel data which are then routed to
the PDP-11/34 computer for storage, analysis, and control. For details on this
system, see Appendix A.

G. PHOTOMETRIC INSTRUMENTATION

The movements of the subject's helmet, head, and other specific body segments
were recorded by photographing the motion of fiducial markers attached to these
sites. High speed, 16 mm Milliken cameras, Teledyne model number DBM 45, were
used in all test phases, These cameras were operated at a speed of 500 frames
per second with a shutter opening of 140°. Two cameras were mounted on the
impact sled or carriage and the third camera was mounted on a fixed structure
within the laboratory area.

During the vertical impact test phase, one camera was mounted to the side of the
test fixture so that the camera axis was perpendicular to the midsagittal plane
of the test subject. A second on-board camera was mounted on the footrest
structure to provide a front view of the subject. The third camera was mounted
to a structural beam of the building and provided a frontal - left oblique view
of the impact carriage throughout the deceleration stroke.

The Y axis impact tests were accomplished with one on-board camera mounted to
the footrest structure and a second camera mounted to provide a frontal - left
oblique view of the subject as shown in Figure 27. The third camera was mounted
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to the top of the hydraulic decelerator enclosure to view the left side of the
subject. This camera was also used during the forward facing tests to provide a
frontal view of the subject.

The on-board camera mounts that were used in the X axis tests are shown in
Figure 26. One on-board camera documented the subject's motion in the mid-
sagittal plane and the second camera was located to provide a frontal - left
oblique view.

Timing reference marks were recorded on the 16 mm film once every 0.0l second.
These reference marks were synchronized with the electronic instrumentation
recordings.

The fiducial markers that were attached to the subjects and the test fixture
consisted of a one-half inch diameter black spot printed on a one inch
diameter white target. The locations of the markers were different in each
test phase, but generally followed the guidelines provided in the Federal
Motor Vehicle Safety Standard No. 208 (U.S. Department of Transportation,
1972). More complete descriptions of the fiducial marker locations as well as
the photometric instrumentation system are provided in Appendices A and B.

A video camera was also used to document the tests. This camera and the
recorder used with it are capable of recording motion at a rate of 120 frames
per second with an effective shutter speed of 10 microseconds or less. Use of
this system allowed the investigators to evaluate the kinematic response of
each subject immediately after each test. This system is described in
Appendix A.

Puotographs of the test subject and equipment configuration were taken prior
to each test. Items of special interest were photographed as required.

H. ANTHROPOMORPHIC DUMMY

The test dummy used for this program was an Alderson Research Laboratories,
Inc., model VIP-95, serial number 124. This dummy is designed to represent a
95th percentile adult male. The dummy was originally built for -Gy automotive
crash testing, and was based on specifications furnished to Alderson by the
National Highway Traffic Safety Administration, The dummy is not designed to
produce meaningful response dynamics in vertical or lateral impact. 1In forward
facing (-Gy) impact, the dummy is designed to reproduce head-neck response of
cadavers, Head-neck dynamic response of the dummy was not relied upon in any
direction. Instead, the dummy was used to determine structural integrity of the
test apparatus and for comparison with previous dummy results to establish
equivalency for predictions of human safety.

Prior to testing, the dummy's joints were adjusted to a nominal one G value in
accordance with the Federal Motor Vehicle Safety Standard No. 208 (U.S.
Depar tment of Transportation, 1972).

On one occasion during lateral testing, the head and neck assembly separated
from the shoulder area. This was attributed (by the manufacturer) to the fact
that the dummy was not designed for lateral impact testing. Modifications
were made to strengthen the head and neck area on the basis of discussion with




F Alderson Research Laboratories. The modifications consisted of installing two
-, additional bolts in the lateral plane of the neck attachment to the shoulders.
L
:

TABLE 7. DUMMY MEASUREMENTS

f
|
L Weight 208  1b.
l

Sitting Height 38.5 in,

Hip Breadth, Sitting 16.1 in.

Hip Circumference, Sitting 46.5 in. %
X Waist Circumference, Sitting 42.0 in. “
& Chest Depth 10.6 in. :
A Chest Circumference 43.5 in.

An additional problem was encountered during the lateral impact tests. The
impact displaced the left leg laterally enough to cause a tear in the dummy's
"skin" at the leg/torso junction. This problem was resolved by placing a strap
around both legs, causing both legs to move together.

I. ENGINEERING SAFETY

e e e s e e

The reliability and safety of the test equipment and facilities were evaluated
analytically and experimentally prior to the initiation of the tests with
volunteer subjects. General Dynamics performed stress analyses of the test fix-
tures used for the vertical and horizontal impact tests. Acceptable margins of
safety were demonstrated for all load bearing elements by means of static load
tests (Shaffer, 1979). The test fixtures were then dynamically tested on the
AFAMRL Vertical Deceleration Tower and the Horizontal Decelerator Facility at

150 percent of the impact levels for volunteer subjects in each of the planned
test configurations.

An independent safety review was accomplished by a committee chaired by the
AFAMRL Safety Officer. The Engineering Safety Review Committee surveyed each
of the test facilities to determine their operational procedures, maintenance,
potential failure modes, failure risks, operational history, and demonstrated
reliability in accordance with the Aerospace Medical Research Laboratory
Regulacion 127-1 (1976). Final approval for the commencement of tests was
granted by HQ USAF/SG, in accordance with Air Force Regulation 169-3 (1979),
after review of the findings of the Engineering Safety Review Committee and
recommendations of the AFAMRL Human Use Review Committee.
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Section 5

DATA ANALYSIS
A. ELECTRONIC DATA REDUCTION AND ANALYSIS

Data from each test was reduced in a standardized format associated with each
impact direction. Examples of reduced electronic data may be reviewed in
Appendices C thru E. Computed summaries provide relevant maxima and minima
from a total of 38 recorded signals. Relevant sums, vector resultants,
severity indices, and times were also computed. Shoulder strap sums are the
maximum value of the sum of the two inertia reel straps and the two reflection
strap measurements. The sums of the measured forces are also the maximum
values of continuously summed measurements. Scaled plots of selected signals
and computed resultants were produced. Time integrals of sled acceleration
signals were compared with signals from velocity transducers. Inspection of
the sample products in the appendices will serve to demonstrate the approach.

In order to investigate the effects of varying the seat adjustments through
the wide range available in the F/FB-111, sufficient tests were performed to
allow parametric analysis, particularly in the -G, and G, phases of the test
program. Selected channels were analyzed by means of the Wilcoxon paired-
replicate rank test to determine statistical significance (Wilcoxon et al.,
1964). This statistical test utilizes pairs of impact tests in which the same
subject is subjected to the same impact in two different seat positions. As a
control, test parameters such as sled acceleration were similarly analyzed to
assure that the comparisons were not biased.

B. PHOTOMETRIC DATA PROCESSING AND ANALYSIS

The test subject's kinematic motion was derived by an analysis of the 16 mm
high~speed films. The reduction method used for the Vertical Deceleration
Tower tests required the films of the side on-board camera only. The subject's
fiducials on these films were electronically tracked with a PDS Model 200

Photo Digitizing System (PDS), which includes an Automatic Film Reader (AFR),
an electronic scanning camera, and a DGC NOVA 3/12 computer.

The AFR is manually initialized by designating the targets of interest with a
cursor in the first frame of data. Targets on subsequent frames are automati-
cally scanned, acquired, and identified, and their X and Y coordinates are
recorded. If a target was obscured, or otherwise lost during the reduction of
data from the vertical impact tests, its position was manually tracked or
estimated. During reduction of the -Gy and +Gy test data, the obscured
targets were assigned zero values, leaving gaps in the data. The gaps were
later closed by linear interpolation using a computer program referred to as
SLED. Up to twelve targets within one film frame could be automatically
scanned at a rate of % frame per second. The AFR also extracted digital
timing information from the timing marks on the films.

The frame-by~frame digitized position coordinates of the fiducials were pro-
cessed by the NOVA computer and stored on magnetic tape. This digital data,
along with the data from the Photo Anthrompometric Sheets, was used by a com-
puter program that computed and plotted the actual displacements, velocities,
and accelerations of the fiducials of interest.
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The photometric data analysis procedure for the horizontal impact test films
provided the data from both on-board cameras to a second computer program.
The computer program interpolated the best-fit position of the fiducials
viewed simul taneously by the two cameras.

Not all of the tests were selected for processing, because of the schedule
limitations of the evaluation program. Films of small, medium and large-sized
subjects were chosen from each element of the corresponding test matrix. This
allowed comparison of subjects grouped by size.

Existing photo analysis software was modified to suit the F-111 test con-
ditions. (See Appendix B for a full description of changes.) A computer
program, TOWER, was written and used to analyze the data from the vertical
(+G;) tests. Motion of the fiducials was assumed to be planar, as observed by
the side camera. Program SLED was written and used to analyze the film data
from the horizontal (+Gy, -Gy) tests. It was designed to take time synchro-
nized digital data from two camera views and solve for the most likely points
of intercept for up to six pairs of rays in a three dimensional rectilinear
coordinate system. This program required the output of another computer pro-
gram, POOCH, which derived the precise location and orientation of the cameras
by optimizing the surveyed coordinates of the cameras relative to up to ten
reference points.

Camera vibrations and film reading errors led to noise in fiducial position
coordinates. To minimize these effects, the digital position data was con-
verted from the time domain to the frequency domain by Fast Fourier Transforms
(FFTs) . Then, assuming that the human responses would be represented by

lower frequencies, the FFT terms were truncated to eliminate frequencies above
30 Hertz. Frequency spectra were plotted to demonstrate this smoothing.

Photometric analysis provided plots of displacement, velocity, and accelera-
tion versus time for each fiducial, Errors in precisely quantifying fiducial
displacements were due to (1) inaccuracies in measuring initial target dis-
placements relative to the test fixture, (2) camera vibration, and (3) film
reading errors.
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Section 6

HUMAN SUBJECTS

A. QUALIFICATIONS

All subjects who participated in impact experiments during the evaluation of
the proposed modified F/FB-1l1l crewseat and restraint system were members of
the AFAMRL Impact Acceleration Stress Panel, which is composed of volunteer
active duty Air Force members whose primary duties do not involve par-
ticipation as subjects. A total of 23 subjects were utilized during this
program. There were no special technical qualifications or training require-
ments for subjects, but all subjects were qualified to participate only after
successfully completing an intensive medical screening evaluation. This eval-
uation was directed by the panel physician and consisted of medical history
screening, physical examination, visual acuity, audiometry, blood pressure,
routine laboratory examinations (blood work and urinalysis), standard l2-lead
EKG, pulmonary function tests, electroencephalogram, treadmill exercise stress
test, and x-rays, including chest, skull, and complete spine films. The
x~-rays were reviewed by the panel physician in consultation with a radiologist
(and orthopedic surgeon, as necessary) to assure elimination of individuals
with disqualifying radiographic findings. Female subjects had a negative
pregnancy test documented and underwent a pelvic exam by a gynecologist, to
assure there were no gynecologic contraindications to their participation.
Relevant abnormalities in any part of the medical evaluation led to elimina-
tion or specialty consultation and further examinations as required. Annual
re-qualification of panel members was accomplished with a limited medical
evaluation, including a physical examination and other relevant medical tests.

Informed consent was provided by all subjects on an ongoing basis during the
test program. Prior to each phase of testing, subjects received a thorough
briefing on the experimental procedures and potential medical risks pertinent
to that particular test axis. The subjects signed a witnessed consent form
attesting to the fact that a detailed briefing was received and summarizing
its content. The medical investigator continued to stress that any subject
was free to withdraw at any time for any reason.

B. SUBJECT TEST PROCEDURES

Prior to every impact exposure, each subject underwent a brief medical history
and physical examination. Particular attention was directed toward detecting
any new neck or back symptoms, new medications, abnormalities of recent sleep
patterns, or recent overindulgence in food or alcoholic beverages. No subject
was exposed if symptoms were present which may have obscured detection of
test-related injury or which may have indicated predisposition to such injury.

All subjects wore orange cut-off underwear designed to allow mounting of camera
targets and instrumentation. Male subjects wore athletic supporters and some
wore protective cups during -G, exposures, Female subjects wore two-piece
bathing suit tops and appropriate undergarments. All subjects were instructed
to void prior to entering the test area.
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Other pretest procedures included placing stick-on EKG electrodes and camera
targets on subjects, obtaining standing and sitting blood pressures, and
assuring adequate remote recording of an EKG (single lead) telemetry package.
Subjects wore USAF HGU-26P flight helmets for G, and Gy tests. The flight
helmet was not worn during the -Gy tests since it was previously established
that the additional mass of the helmet might provoke neck strain at the impact
test level.

The subject was provided with a finger-operated microswitch which was con-
nected to the impact facility such that the facility would not operate unless
the switch was depressed. Similar switch controls were provided to the physi-
cian monitor, the safety monitor, and the water brake technician during and
-Gy testing. Agreement of all these individuals was necessary for the test to
proceed.

The subjects were instructed to brace for the impact by pressing their helmets
against the headrest, hands against anterior thighs at or near the knees, and
feet against the footrest., This body position is shown in Figure 19.

During testing, an ambulance and crew were alerted and standing by within one-
half mile of the test facility. In addition, emergency medical equipment was
arranged in the test area for use by the physician monitor in the event of an
emergency. This equipment included a defibrillator, oxygen equipment, intuba-
tion equipment, IV solutions and equipment, appropriate emergency drugs, back-
board, harness cutters and bandages.

A physician monitor, who was responsible for assuring subject safety during
testing, was present for each test and reserved the right to cancel any test

at any time for any reason. Such reasons may have included a recent history of
neck or back strain, pretest pre-syncope, pretest arrhythmia, poor bracing
posture just prior to impact or any other condition of the subject, equipment,
or procedure which was deemed by the monitor to place the subject at undue
risk.

Following the impact exposure, the physican monitor assured that the subject
was uninjured. Post-test blood pressures and EKG (single lead) were obtained
and a brief post-test physical examination was accomplished. The subject was
then provided with contacts to obtain later medical care as required or to ask
questions relating to his participation. Impact exposures for each subject
occurred no more frequently than once in any five-day period.

C. HUMAN USE PROTOCOL

The "Protocol for the Demonstration and Evaluation of the Modified F/FB-111
Crewmember Restraint System" described the details of human subject par-
ticipation in this research effort, as outlined in the above paragraphs.
After a thorough review of all biodynamic human impact test data, including
data obtained in tests of the operational F/FB-11ll restraint system at
Holloman AFB, a medical risk analysis of the proposed impact tests was pre-
pared and was presented in this protocol, Potential adverse effects were
categorized as either anticipated, clinically inconsegential effects or very
low probability effects of some clinical consequence. The overall risk to




human subjects was judged to be acceptable when compared to the potential
benefit of minimizing FP/FB-11ll crewmember morbidity and mortality. Finally,
the protocol indicated that all human tests would be conducted within human
tolerance levels, below the operational envelope and only after an analysis of
durnmy test data. FPFurthermore, testing would begin at a benign (orientation) G
level and would then proceed to the test G level.

The protocol, AFAMRL Protocol #79-06, was presented for review and approval to
the AFAMRL Human Use Review Committee (HURC) on 9 April 1979. This committee
is composed of physicians, safety engineers, a legal consultant, a chaplain,
and civilian research scientists. It reviews all protocols at AFAMRL in which
human experimentation is proposed. The HURC approved this protocol and the
AFAMRL Commander concurred with this approval on 10 April 1979. The protocol
was then forwarded to the Office of the Air Force Surgeon General where, as
SGO File #R79-2, it was reviewed and approved on 9 May 1979.

Vertical (G,) dummy test data were presented to the HURC on 19 June 1979 and
committee approval to initiate G, testing was obtained. On 7 August 1979,
lateral (Gy) dummy test data were presented to the HURC and approval to ini-
tiate G, testing was obtained. On 25 September 1979, a subject sustained a
ligamen{ous knee injury during an 8 G lateral impact and lateral testing was
suspended. A report of the investigation of this injury was presented to the
HURC on 11 October 1979, at which time approval to initiate -Gy testing was
obtained after presenting fore-aft (-G,) dummy test data. Finally, when
suggested modifications to the test fixture resulted in continued questions
regarding knee injury potential in G, the investigators' decision to cancel
any further lateral testing was announced to the HURC on 27 November 1979.

D. SUBJECT ANTHROPOMETRY

Table 8 is a summary or the most pertinent anthropometric dimensions of each
test subject. These dimen. lons were used to match the subject groups used in
the experimental design. The mean and standard deviation computed from each
set of dimensions compare favorably with the mean and standard deviation of
the dimensions obtained {rom an anthropometric survey of USAF personnel con-
ducted in 1967. Forty-nine anthropometric measurements were obtained from all
but five subjects, The mean and range of eighteen of the test measurements
are listed in Table 9.




TABLE 8. SUBJECT ANTHROPOMETRY SUMMARY I

SUBJECT NUMBER WEIGHT STATURE SITTING HEIGHT MID-SHOULDER
SITTING HEIGHT

{1b) (in) (in) {in)
b1 203 74.0 40.0 28.0
El 186 73.0 38.3 26.8
F2 159 67.0 37.4 26.2
F3 167 69.0 36.4 26.0
G2 117 63.0 33,3 23.1
H2 175 70.7 37.0 25.9 {
a1 157 70.3 37.4 25.4
32 203 73.0 38.7 27.0
M2 162 66.1 35.1 24.0
M5 171 73.0 39,0 27.2
M6 163 68.0 37.0 26.0
M7 133 66.0 34.4 24.0
M8 185 72.0 37.1 25.5
M9 167 71.0 39.0 27.0
M10 140 66.0 36.1 25.0
o1 174 73.0 39.2 27,0
P2 163 71.1 38.0 27.0
RL 201 71.0 38.4 26.2
83 167 70.0 37.0 26.0
s4 159 68.0 37.0 25,0
S5 165 70.0 34.4 24.6
w1 155 73.4 37.8 25.3
MEAN 167 69.9 37.2 25.8
STANDARD DEV. 21.1 2.97 1.71 1.21
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TABLE 9. SUBJECT ANTHROPOMETRY SUMMARY II
Standard
N Mean Deviation Range

Weight 18 163 21.1 117 - 203
Stature 18 69.5 3.19 62.8 - 73.6
Cervicale Height 18 59.5 2,87 54.4 - 63.1
Trochanteric Height 18 35.9 2.00 32.3 - 38.6
Tibiale Height 18 17.7 0.97 15.8 - 19.5
Chest Circumference 18 36.0 1.84 35.3 - 42.4
Waist Circumference 18 33.3 2,45
Buttock Circumference 18 38.1 2.20
Acromion-Radiale Length 18 12.9 0.66
Radiale-Stylion Length 18 10.4 0.69
sitting Height 18 37.2 1.68
Mid-Shoulder Height 18 25.7 1.28
Buttock-Knee Length 18 23.8 1.03
Knee Height, Sitting 18 21.5 1.29
Head Length 18 7.8 0.23
Bead Breadth 17 6.1 0.49
Head Circumference 18 22.4 0.61

Hip Breadth, Sitting 18 14.4 0.83
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Section 7
CONDUCT OF TESTS
A. TEST SEQUENCE

The test parameters for each test were provided to the test personnel at th=
beginning of each day of testing. The first test of each day was done with an
anthropomorphic dummy using the equipment configuration and test level planned
for the first human test of the day. If no abnormalities were detected, the
test personnel proceeded with preparations for the tests with volunteer
subjects.

High speed motion picture cameras were loaded and mounted on the test fix-
ture. The seat pan, headrest, and footrest were adjusted to the appropriate
configuration based upon the test plan and the anthropometry of the individual
test subject. The accelerometer packages were then oriented in their respec-
tive reference planes and reference values were sampled using the data
acquisition system.

buring the preparation of the test fixture and instrumentation, the subject
received a pretest medical examination and the accelerometer mouthpiece was
individually fitted. The chest accelerometers were strapped to the subject
prior to seating the subject. After the subject was seated, the restraint
harness was fitted using the procedure described in the F/FB-111 Technical
Order. The positions of the photographic fiducials and the restraint angles
were then measured.

The lap belts were tightened to 20 + 5 1b and the shoulder straps were pre-
loaded to yield a force of 14 + 5 1b in the inertia reel straps.

The final pretest sequence consisted of the acquisition of photographs of the
test subject and equipment configuration, measurement of blood pressure,
evaluation of the electrocardiograph recording, and final safety checks of the
facility.

After completion of each test, the subject's blood pressure was obtained,
the subject was released from the restraint harness, and specific test measure-
ments were reviewed.

B. VERTICAL IMPACT TESTS

Prior to the commencement of tests with volunteer subjects, a series of tests
were performed with an anthropomorphic dummy. Two tests on the 1l4th and 15th
of June 1979 established the drop height and other parameters of the 10 G test
level. A 15 G structural proof test was completed on 18 June 1979. One dummy
test in each of the five seat configurations was accomplished on the 18th and
19th of June 1979. These tests verified the dynamic ranges of the measure-
ments and provided preliminary data for the AFAMRL/HURC evaluation.

Throughout the G; phase, 23 additional dummy tests were completed to provide
an additional degree of safety in the facility operation. One additional
dummy test (Test No. 256) was accomplished on 18 July 1979 to establish tare
loads.




The two groups of volunteer subjects were tested in three seat configurations
as originally planned. The total number of subjects tested in each cell of
the experimental matrix is shown in Table 10. The first +G, test with a
volunteer subject was accomplished on 21 June 1979, and the final +G, test was
completed on 27 July 1979,

TABLE 10. GROUP AND NUMBER OF SUBJECTS FOR EACH SEAT
POSITION AND SHOULDER STRAP CONFIGURATION
IN THE VERTICAL IMPACT TEST PHASE

0° Max*

90° I-~10 I-9
1030 I-10
110° Ir - 10

I - 9 I-6

*Maximum positive angle in full down seat position.

C. SIDEWARD (Gy) IMPACT TESTS

Sideward impact tests with a dummy subject were initiated on 23 July 1979 and
were successfully completed on 2 August 1979 after a series of 16 tests.
These tests established facility operating characteristics.

The first fully instrumented dummy tests were started on 2 August 1979 to fur-
nish data for the HURC review. These congisted of at least one test in each
of the required seat configurations and at each of the impact test levels.

A 12 G proof test was completed on 6 August 1979 and the tare load test for
the lateral configuration was accomplished on 27 November 1979. A series of
dummy tests, conducted during the period from 9 to 16 August 1979, consisted
of 39 tests to prove the reliability of the sled velocity control system.
Change of a proximity sensor, used to activate the trim brake program,
generated a requirement for an additional 6 reliability tests on 29 August
1979.

As mentioned previously, one dummy test was conducted each test day prior to
using human subjects to verify system operation. 1In addition, one test was
completed on 27 November 1979, after simulated side and between-the-legs con-
soles had been installed on the test fixture. A total of 76 dummy tests were
accomplished during the sideward impact phase of the program.

Tests with human subjects started on 17 August 1979. The 6 G level was
reached on 30 August 1979 and the 8 G tests started on 5 September 1979, The
sideward impact phase was discontinued on 25 September 1979 following a sub-
ject knee injury. The numbere of human tests in each cell of the experimental
matrix are given in Table 11.
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An error was made in setting the preload of the left shoulder strap during the
sideward tests, The electronic system that was used to sample the preload was
incorrectly programmed and, therefore, the preload values of the strap were
twice as high as intended. The error did not affect the accuracy of the loads
measured during the impact tests, Furthermore, tests conducted with dummy
subjects have determined that differences in the preload values did not
influence the peak loads measured during impact.

TABLE 11, NUMBER OF SUBJECTS FOR EACH SEAT POSITION AND
SHOULDER STRAP CONFIGURATION IN THE SIDEWARD
IMPACT TEST PHASE

0° Max*
900 5 0
1030 7 8

*Maximum positive angle in full down seat position.

D. FORWARD FACING IMPACT TESTS

Since the impact profiles had been established during the sideward impact test
phase, no additional profile tests were required prior to the start of the for-
ward facing test phase. A 15 G structural proof test was completed on

2 October 1979 and a tare load test was completed on 18 October 1979.

An initial gummy test series was accomplished on 2 October 1979. This series
consisted of at least one test in each required seat configuration and at
each impact level. These data were used during the HURC review. Again, one
dummy test was conducted each test day prior to using human subjects to verify
system operation. Twenty-two dummy tests were completed during the forward
facing impact test phase.

Forward facing impact tests with volunteers started on 11 October 1979 and were
completed on 13 November 1979. The numbers of human tests completed in each
cell of the experimental matrix are given in Table 12.

TABLE 12. NUMBER OF SUBJECTS FOR EACH SEAT POSITION AND
SHOULDER STRAP CONFIGURATION IN THE FORWARD
FACING IMPACT TEST PHASE

0° Max*
90° 10 0
1030 15 11
110° 0 2

*Maximum positive angle in full down seat position.
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puring forward facing tests prior to Test No. 584, the right and left lap belt
and left shoulder strap preloads were erroneously set at twice the intended
preload values. This error did not affect the accuracy of the loads measured
during the impact tests.
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Section 8
ANALYSIS AND RESULTS
A. VERTICAL IMPACT TESTS

The results of the +G, tests are summarized in Table 13. Measurements from
each test in this series as well as typical analog data sets from each cell of
the experimental design matrix are presented in Appendix C. All accelerations
and loadings were considered to be well within human tolerance. Several
significant correlations were observed which will be discussed in the
following paragraphs. Some observed variations, though statistically signifi-
cant at the chosen 90% confidence level, may not be of a magnitude to cause
concern at the levels tested. However, they demonstrate trends which may have
potential significance in higher level operational impacts. They certainly
indicate that restraint system performance varies with the chosen seat adjust-
ment and with crewmember size.

The peak resultant acceleration measured on the chest decreases significantly
with seat back angle variation from 90° (vertical) to 103° (back 139). The
change in the peak resultant chest acceleration is statistically significant
while the change in chest Severity Index (SI) is not. A further decrease
might be expected as the angle is moved to 110°, but this decrease is not con-
sistent and is not statistically significant in the current sample. These
findings are consistent with the interpretation that a damping of the anterior
chest acceleration takes place as the subject's upper torso is supported more
by the sect back and less by axial loading of the spine into the seat pan.

The X axis acceleration of the head increases significantly with seat back
angle variation from 103° to 90°, The increase is also significant from

110° to 103°, 1In addition, the 2 axis acceleration of the head increases from
110° to 1039, These findings are consistent with the interpretation that the
head receives more support in the +G, direction as the seat is reclined. The
findings also highlight a potential area of concern, since the location of the
headrest well forward of the seat back plane appears to cause increased for-
ward and down rotation of the head in +G; impact. Examination of the data
indicates that the forward pitching of the head and neck occurs later than the
initial +G; response.

Lap belt loads decrease significantly as the seat back angle is varied from
90° to 103°, However, they increase again from 103° to 110°., These findings
are consistent with the interpretation that the forward reaction of the upper
torso seen in the belt at 90° is decreased at 1039, but that further reclining
to 110° may produce a forward submarining tendency of the subject's pelvis,
with the 110° seat back acting as an inclined plane. This interpretation,
however, is not borne out by the seat X load link data.

The vertical component of the loads measured in the seat pan decrease signifi-
cantly as the seat back angle is varied from 90° to 1039, and decrease further
from 103° to 110°. These findings are consistent with the interpretation that
more upper torso load is reacted into the reclined seat back. The implication
is that axial loading of the lower spine is decreased in vertical impact with
a reclined seat. This implication is not unexpected.
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The resultant acceleration of the head and the head Severity Index (Gadd,
1966), values are significantly increased as the seat vertical position is
lowered from a relatively high position (producing a horizontal shoulder har-
ness span to the structural attachment) to a full down position (producing the
greatest positive shoulder harness angle). This increase occurs with the seat
back in the 90° position but not at 110°. Furthermore, the increase can be
attributed to the 2 component of head acceleration since Z was significantly
increased while X was not. 1In other words, in the 90° seat position, downward
head acceleration is more severe in vertical impact when the shoulder harness
angle increases from 0° to a relatively large positive value. This indicates
that, from the standpoint of head acceleration, the restraint performance in
vertical impact may be degraded by the proposed modification which raises the
shoulder harness attachment points considerably beyond currently accepted
design practice. This effect is not seen when the seat is fully reclined, in
which position a portion of vertical support is provided through the seat
back. In the more erect positions, forward location of the headrest may be a
contributing factor as well, but, if so, the increased shoulder harness angle
ﬁ makes the effect more pronounced.

A statistically significant change in shoulder harness loads was observed be-
tween the two vertical adjustments tested with the 110° seat back position.
However, this difference was between maximum values which occurred during the
free fall period (i.e., pre-impact values). The differences in shoulder har-
ness load measured during impact were not statistically significant.

1 Footrest X component, Z component, and resultant loads were also significantly
increased as the 90° seat was lowered to the full down positions. This is
consistent with the interpretation that a portion of the inertial loading from
the lower extremities was transferred from the seat pan to the footrest. This
occurs because, as the seat pan is lowered with respect to the fixed footrest,
a smaller portion of the thigh is supported by the seat pan.

A summary of the observed correlations from the Wilcoxon analysis of pair dif-
ferences is presented in Table 14. When the difference is statistically
significant, the highest set of values within each pair is designated by the
shaded area; the arrow designates the direction of the trend. The results are
discussed in Section 9.

B. SIDEWARD IMPACT TESTS

The results of the +Gy tests are summarized in Table 15. Maximum values of
each measurement taken during the sideward impact test series as well as typi-
cal analog data sets from each cell of the experimental design matrix are also
presented in Appendix D. All accelerations and loadings were considered to be
well within human tolerance. This remains true in spite of the occurrence of
a significant knee injury in an 8 Gy, test. This subject injury is discussed
in detail in Section 9B. The injury led to the cessation of lateral testing
before sufficient data could be obtained to allow statistically meaningful
compar ison of paired exposures using the Wilcoxon test. Therefore, these
results are reported primarily as anecdotal observations. Nevertheless,
several trends appeared to be sufficiently consistent in these data to allow
tentative conclusions to be drawn. Since these conclusions agree with
expected physical behavior based on restraint system design principles, it is
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anticipated that they would be statistically supported at the chosen 90% con-
fidence level if additional data could have been collected.

The shoulder harness loads follow an interesting pattern in the tests.
With the horizontal (0°) shoulder harness angle, both the inertia reel strap
and the reflection strap on the left show increasing loads as the seat back is
reclined from 90° to 103°, and a greater increase as the shoulder harness
angle is raised to maximum at a seat back angle of 103°. This could possibly
be explained by a difference in subject size among the groups, since the sub-
jects who had completed the sideward impact series did not provide the anthro-
pometrically paired groups that had been originally planned. However, the
inertia reel strap and the reflection strap loads on the right decrease in
those situations where the strap loads on the left increase. If the increased
harness loads on the left resulted from a subject size variation between
groups, we would have expected that harness loads on the right would have
increased as well. Since the +G,, impact throws the subject to his left, these
findings raise the question of degraded lateral support as the seat is
reclined, and particularly as the shoulder harness angle is raised.

This degradation appears to be further confirmed when lap belt and crotch
strap loads are examined, Total lap belt loads increase in the same way that
the left shoulder harness loads increase (greater as the seat is reclined and
greater as the shoulder harness angle is raised). The effect is, if anything,
more notable when the lap loads are normalized with respect to subject weight,
tending to discredit subject size variation as an explanation. The same
variation is seen again in a more striking manner in the crotch strap loads
which average 601 pounds peak at 0° shoulder harness/90° seat back, increase
to 817 pounds at 0°9/103°, and increase further to 1030 pounds at maximum/103°,
The differences between these means is greater than one standard deviation in
all cases. Taken together, these findings are consistent with the proposition
that the lateral support of the upper torso is degraded as the shoulder har-
ness angle is raised from 09, with the result that a greater degree of lateral
support loads are transferred through the body to the lap belt and crotch strap.

These results are discussed further in Section 9.
C. FORWARD FACING IMPACT TESTS

The results of the -Gy tests are summarized in Table 16. Maximum values of
each measurement recorded or computed from the forward facing impact tests as
well as typical data sets from each seat configuration are presented in
Appendix E. All accelerations and loadings were considered to be well within
human tolerance. Several significant correlations were observed which will be
discussed in the following paragraphs.

The peak resultant acceleration measured on the chest decreased significantly
as the seat back angle was varied from 90° to 103° with shoulder harness at
0°, This parameter decreased further as the shoulder harness angle was raised
from 0° to maximum by lowering the seat at a fixed seat back angle of 103°,
These results are consistent with the interpretation that a damping of the
anterior chest acceleration occurs as the effective shoulder harness angle is
raised, possibly allowing greater forward displacement of the chest,
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The peak resultant head acceleration and the magnitude of the Z component of the
acceleration of the head decreased significantly at the 103° seat back angle,
when the shoulder harness angle was raised from 0° to maximum. This is con-

, sistent with the interpretation that less forward rotation of the head occurs in
~Gx impacts as the shoulder harness angle is raised. This finding is also
consistent with the lower peak resultant chest acceleration described above.

The head effect would probably be less significant at higher impact levels where
voluntary neck muscles provide a relatively smaller effect.

Shoulder harness loads tended to increase as the seat back angle was varied from
90° to 103° with a 0° shoulder harness angle. The loads increased further as
the 103© seat was lowered to raise the shoulder harness angle from 0° to maxi-
mum. With reclining seat back angle, the increase was statistically significant
in the left reflection strap. With increased shoulder harness angle, the
increase was statistically significant in the right reflection strap and in the
total shoulder harness load. 1In both comparisons, however, the tendency to ]
increase was consistent in all shoulder straps and totals (with the exception of J
a one pound reversal of this trend in the right inertia reel strap). The iner-
tia reel straps appeared to carry slightly higher loads than the reflection
straps. These findings are consistent with an analysis of the physical proper-
ties of the configuration, since tension produced in a strap is greater for a
force applied perpendicularly with the strap fixed at both ends than it is for
the same force applied as tension in the direction of the strap.

e

Total seat pan force, as well as the X and Z components, increased significantly
as the seat back angle was reclined from 90° to 103° with a 0° shoulder harness
angle, Interestingly, these same values decreased significantly as the

4 103° seat was lowered to produce a maximum shoulder harness angle. (The Y com-
. ponent, though very small, did show a significant increase in the second com-
- parison, the physical significance of which is doubtful.} These findings are
consistent with the interpretation that a reclined initial position produces a
greater reaction of upper torso forces into the seat pan, both in X and Z.

A summary of the observed statistically significant differences obtained from
the Wilcoxon analysis is presented in Table 17.

The crotch strap was a special case in the -G, tests. The tension-time curve
k. for this restraint system component appeared to produce three characteristic

F | curves, designated negative, neutral, and positive. Examples are shown in
Figure 30. The distribution of the occurrence of each curve in the -G, tests is
presented in Table 18. Since no groin symptomatology was reported in the

-Gy tests, and since crotch strap loading increased in the same configurations
: which showed increased shoulder harness loads, it could be theorized that the

: crotch strap tension was related to shoulder harness loads being carried to the
- lower seat structure, rather than being related to direct loading of the groin.
L This finding is consistent with the crotch strap effectively performing its
intended function in the -Gy tests,

These results are discussed further in Section 9.
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Table 17 Summary of the Statistically Significant Relationships
from the Forward Facing Impact Tests

Shoulder Harness Angle
Seatback Angle

Chest Resultant Acceleration

Head 7 Acceleration
Head Resultant Acceleration

L Shoulder Reflection Strap
R Shoulder Reflection Strap
Total Shoulder Strap Load

Seat Pan X Force
Seat Pan Y Force
Seat Pan Z Force
Seat Pan Total Force

0 0° 0 MAX
90° 103° 103 | 03¢
<ammn <fumm—
<o
<
L
L
———
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NEG G STRAP (LB)
900.0 -

NEGATIVE WAVEFORM 600.0 -

90° Seat Back Angle 300.0 -

0° Shoulder Harness W
0.0

" Angle 1 T T | i

12020 12170 12320 12470 12620

NEG G STRAP (LB)
90000 -

NEUTRAL WAVEFORM 600.0 -
*

103° seat Back Angle

. 300.0
0~ Shoulder Harness
Angle

000 | | L
12500 12650 12800 12956 13109

NEG G STRAP (LB)

900.0 -
POSITIVE WAVEFORM 602.0 -
o
103~ Seat Back Angle
8¢ 200.0 -
Full Down Seat
Position 0.0 Y Y q =

12170 12320 12470 12620 12770

Figure 30. Examples of Tension-Time Curves Measured at the Crotch Strap End 1
Fitting. Subject M-2.
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TABLE 18, DISTRIBUTION OF THE CROTCH STRAP LOAD CHARACTERISTICS

Seat Configuration is indicated by
Seat Back Angle/Shoulder Harness Angle

90°/0° 1039/0° 103 /Max*

Negative Waveform 7 S 1
Neutral Waveform 1l 11 2
Positive Waveform 1 0 7

*Maximum positive angle in full down seat position.

D. MEDICAL FINDINGS

The following is a summary of the medical findings obtained during the eval-
uation of the proposed, modified F/FB-111 crewmember restraint system. These
data were derived primarily from a review of the Impact Data Sheets which were
prepared by the medical monitor following each impact exposure and which docu-
mented pretest and post-test histories and physical examinations. Although two
physicians accomplished most (greater than 90%) of the medical monitoring during
this program, five physicians in all participated in the monitoring and were
responsible for the following data.

TABLE 19, FREQUENCY OF SUBJECTIVE MEDICAL FINDINGS

+Gg +Gy -Gy
Pretest Paresthesia 5 0 1
Pain at Shoulder Harness 1] 13 0
Back Pain
Cervical 2 3 3
Thoracic 1 3 0
Lumbar 3 0 0

The pretest phase, prior to actual impact exposure, was a variable period of
time (approximately 10-20 minutes) during which pretest measurements were made
and the harness straps were adjusted. 1In general, the majority of subjects
during this period of time complained of harness tightness, particularly in the
shoulder straps. On six occasions during this pretest period (see Table 19),
the shoulder straps were sufficiently tight to produce upper extremity paresthe-
sias, presumably on the basis of venous congestion. 1In one subject, this
paresthesia occurred on three successive exposures and resulted in a persistent
mild paresthesia of the hand in the ulnar distribution, which has improved since
completion of the test program. In general, however, these parethesias resolved
within seconds after the harness was released following the impact.

Table 19 also lists the reports of pain on impact and indicates an increased

frequency of such reports during G, testing. Pain in the region in contact with
the shoulder harness was noted dut¥ng 13 (thirteen) G, impacts at both the 6 and
8 G peak levels. On ll occasions, this pain was localized to the left shoulder.
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Pain in the vertebral and paravertebral regions on impact occurred in a total of
15 tests with a distribution as shown in Table 19. Two of the three occurrences
of cervical discomfort in the -Gy impact tests were attributed to the shoulder
harness yoke. The thoracic discomfort in the impact tests occurred primarily
in the T5-Tg region. There was no clinical correlation with any of these
occurrences of pain, the majority ot which were considered fleeting discomforts,
resolving immediately post-~-impact.

TABLE 20. FREQUENCY OF OBJECTIVE MEDICAL FINDINGS

+G, +Gy -Gy
Venous Congestion 3 0 0
Petechiae 1l 0 0
Abrasions 0 10 0
Contusions 0 4 1
Muscle Strains 2 1l 2
Ligamentous Injury 0 1 0

In the pretest phase during harness adjustment, one subject developed venous
congestion of the upper extremities without paresthesia on three occasions (see
Table 20). This resolved immediately after harness release post-impact. One
subject was noted to have proximal upper extremity and axillary petechiae post-
impact, also presumably on the basis of venous congestion. Minor abrasions
were sustained on 10 occasions, all during G, testing at 6 and 8 G levels. Five
of these were abrasions of the right upper medial thigh and were attributed to
contact with the crotch strap during the impact. Two of these five events were
sufficiently severe to produce minor contusions of the right upper medial thigh,
Three abrasions and one contusion were attributed to the shoulder harness.
Erythema of regions in contact with the restraint harness occurred in the
majority of subjects (particularly in fair-skinned subjects), but this was
generally not recorded on the Impact Data Sheet and is not reported among the
objective medical findings.

Five muscle strains involving the cervical (3) and thoracic (2) paravertebral
muscles were reported during post-test physical examinations. These were evi-
denced by persistent, post-test, localized pain and/or tenderness, muscle spasm,
or mild thoracic scoliosis, However, the true frequency of minor muscle i
strains, particularly in the test series, is probably significantly greater :
than reflected in Table 20. Minor muscle soreness, primarily involving the

paracervical muscles, was often not noted by subjects until several hours or

longer post-impact. All muscle strains responded well to routine conservative

care (rest and local heat).

The subjective and objective medical findings described above are considered to
be of no clinical consequence. However, during an 8 G sideward impact, a female
subject incurred a ligamentous knee injury requiring surgical correction. This
injury involved disruption of the mid-~substance of the right anterior cruciate
ligament and stretching of the right medial collateral ligament. Further
details of this injury and its implications are found elsewhere in this report.
(See Section 9B.)
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A few subjects noted that they were more comfortable in the 110° seat back angle
position than in either the 103° or 90° position. One subject also noted

that, in the 110°/full down seat position, the hands-on-knees bracing posture
was more easily accomplished during -Gy testing. However, from the medical
monitor's point of view, head displacements were greater for subjects in the
110° seat position than for those in the 103° position, and much greater than
for those in the 90° position during -Gy tests.

The relationship between subject size and seat position was critical in several
tests wherein a seat position change was necessary to accommodate the subject.
Subjects small in stature, in the full down seat position, at times were not
able to reach and to brace against the headrest with their heads., 1In this cir-
cumstance, in the +G, test series, the helmeted subjects were instructed to push
their heads back against the shoulder straps, as shown in Figure 31. Since this
type of bracing was not believed to be critical in this axis, no change in seat
position was necessary. However, when this circumstance occurred in -Gy tests,
the seat position was changed to enable the smaller subject to reach the
headrest and thereby to brace effectively. On the other hand, subjects large in
stature at times could not be accommodated in the 110°/full down seat position
for -Gy tests, due to preloading into the crotch strap and/or the extraordinary
length of their lower extremities, The seat position for these subjects was
changed to obviate these problems.

Attempts were made to utilize hard cup groin protectors for male subjects during
+Gy and -Gy tests. This was not successful for the sideward tests due to the
occurrence of a mild superficial abrasion and discomfort of the right upper
medial thigh, which was attributed to the cup, on the first lateral test. The
device was not utilized in tests thereafter. The hard cup protector was ini-
tially used by all male subjects during the -Gy tests to afford protection from
possible crotch strap loading. As this potential problem was not demonstrated
in the early -Gy tests, the protector was made optional to subjects, and most
elected not to utilize it in the later tests. No significant problems were
encountered when the cup was not used. Some subjects expressed the belief that
the presence of a protector created a preloading into the crotch strap, par-
ticularly in the 110°/full down seat position. When this circumstance was
encountered, the cup was removed. If preloading continued to be a problem, then
the seat position was changed.

Adjusting and readjusting the F/FB-1ll restraint harness on subjects during this
program led to the discovery that a critical maladjustment of the harness was
possible. If a subject was seated leaning slightly forward (with his shoulders
and head away from the seat back and headrest, respectively) prior to harness
adjustment, then he could not voluntarily achieve a fully upright posture (with
shoulders and head firmly against the seat back and headrest, respectively)
following adjustment of the shoulder harness straps. This limitation to free
aft movement of the subject's neck and shoulders was due to the shoulder harness
yoke, the position of which is determined by the chest strap adjustment relative
to the release box, which is, in turn, fixed relative to the seat pan by the
crotch strap.

In the operational environment, unless extraordinary care is taken by the
crewmember when adjusting the chest straps of the shoulder harness, the harness
yoke may be adjusted downward against the crewmember's shoulders and posterior
neck, while he is leaning slightly forward. If the harness is maladjusted in
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Figure 31. Test Subject with Small Sitting Height with Head Braced
Against the Shoulder Straps.




Figure 32, Test Subject After Shoulder Strap Haulback
with the Harness Yoke Malpositioned.

this manner, a crewmember cannot assume the recommended pre-ejection body posi-
tion and, when ejection is initiated, the harness yoke will impose a downward
load on the crewmember as the inertia reel straps are retracted. Thus, when he
adjusts the chest straps, a crewmember must be seated with his shoulders firmly
against the seat back and his head against the headrest. This will prevent the
imposition of a potentially injurious postero-inferior load on the vertebral
column during haulback, which may compromise the crewmember's tolerance of loads
subsequently imposed during ejection and landing impact.

Of course, no human tests were conducted in the maladjusted configuration.
However, this position was found to be possible for all subjects but one
(exeption due to small stature) and was photographically documented for all sub-
jects. Figures 32 and 33 show a subject, after simulated harness haulback, in
the maladjusted and properly adjusted positions, respectively. The maladjusted
position may be easily achieved by crewmembers as in, for example, the case in
which the crewmember flexes his head in order to visualize the harness during
adjustment, We believe that this finding is of great significance, in that har-
ness maladjustment, as described above, provides a heretofore unrecognized
mechanism of spinal injury in F/FB-1ll ejectees, This finding and its implica-
tions are discussed in further detail in Section 9C.
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Figure 33, Test Subject After Shoulder Strap Haulback
with the Harness Yoke Properly Positioned.

Subject attrition during this test program was not unusual. Twenty-three sub-
jects of the AFAMRL Impact Acceleration Stress Panel participated in this test
program. Fifteen of those subjects remained as panel members following program
completion., Four subjects left the panel due to new duty assignments and per-
manent changes of station. One subject voluntarily withdrew from the test
program following a muscle strain incurred during a 10 G, test. Another subject
was eliminated from participation by the impact panel physician due to a signi-
ficantly anomolous biodynamic response to a 6 G, test. A third subject was also
eliminated from further participation by the impact panel physician when he was
found to have incurred a back injury, unrelated to his participation as an
impact subject. This injury, attributed to strenuous physical exercise, was
clinically diagnosed as protrusion of the Lg-Lg intervertebral disc with left-
sided Lg radiculopathy and resolved with conservative treatment., Finally, a
fourth subject incurred a ligamentous injury of the right knee. (See Section
i 9B.)

In summary, excepting the test in which the knee injury occurred, these impact
tests were very well tolerated by all subjects, The increased frequency of sig-
nificant subjective and objective medical findings in the test series (as
indicated in Tabies 19 and 20) supports our overall impression that the effects
of the impact environment in the Gy tests were more severe than the effects of
the +G, or -Gy environments.
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Section 9
DISCUSSION
A, OOMPARISON WITH HOLLOMAN AFB DATA

Sixteen human impact tests were performed in March 1968, at Holloman AFB, New
Mexico (Moss, 1968) to evaluate a prototype of the restraint harness currently
used in the F/FB-11l1l. These tests were accomplished using a boilerplate version
of the F/FB-11ll1l seat. The headrest and inertia reel straps were individually
adjustable in the vertical direction. The seat back angle was 103° aft of the
aircraft waterline. Various vertical seat adjustments were chosen for these
tests depending on subject size. It is unclear what the shoulder harness angles
were for each test. It is clear, however, that the restraint harness con-
figuration at Holloman vas intended to duplicate the currently operational con-
figuration. Therefore, a comparison was made between the results of the
Holloman tests of the current operational harness and the results of the tests
of the proposed modification to the F/FB-11ll harness described within this
report. An attempt was made to elucidate performance changes which could be
attributed to the modification.

Results from the eight forward facing Holloman tests are compared with mean
results from all 33 experimental level forward facing tests at AFAMRL in the
left half of Table 21. It should be noted that the sled velocities and ac-
celerations at AFAMRL were significantly lower, on average, than the velocities
and accelerations at Holloman. This is borne out in the lap belt load differen-
ces, However, the loads in the shoulder harness reflection straps appear closer
than expected to the Holloman data, indicating a different function of the
reflection straps in their modified location. Furthermore, the peak resultant
acceleration measured on the subjects' chests during the AFAMRL tests was rela-
tively close to the Holloman value, but indicated a greater amplification of the
chest acceleration with respect to the impact sled acceleration for the pro~
posed harness modification.

Results from the eight sideward impact tests conducted at Holloman AFB are com-
pared with mean results from all 20 experimental level sideward impact tests at
AFAMRL in the right half of Table 21. It should be noted that the sled ac-
celerations and velocities for the lateral tests are more comparable between
programs than in the forward facing direction., However, the Holloman tests were
conducted in the -Gy or "eyeballs right™ direction while the AFAMRL tests were
in the +Gy or "eyeballs left"” direction. Therefore, some transposition is
necessary when comparing strap loads. The most striking difference is found
when comparing lap and reflection strap loads. Lap loads appear to be rea-
sonable, with the greatest loads being found in the belt half that the subject
displaces away from in the impact (i.e., left greater than right for "eyeballs
right", right greater than left for "eyeballs left"). The comparison changes
for the shoulder harness loads, particularly in the reflection straps. 1In the
Holloman tests, the subject tended to displace to the right in the seat, but
this was effectively resisted by the right reflection strap which was attached
to the left portion of the seat. This strap shows the highest loads (404
pounds) with a portion of this load seen in the right reel strap. The reflec-
tion strap of the modified system appears to be unable to perform its intended
function, for the anchor point has been located higher and more medially. Thus,
in the AFAMRL tests with the modification, the subject tends to displace to the
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left. If the reflection straps had been in their former, lower and more out-
board positions, the left reflection strap would presumably ‘.ave carried simi-
larly high loads in providing lateral restraint. Instead, it carries the lowest
loads (81 pounds). The results of this variatior in the impact dynamics appear
to be:

1. Greater amplification of the chest acceleration with respect to the
impact sled acceleration.

2, Greater total lap belt load application than expected, since a greater
proportion of the lateral torso restraint is now provided bv the lap belt.

3. Greater crotch strap loads as the subjec* appare:tly suffers greater
displacement relative to the seat.

In summary, the AFAMRL test results, indicate a different function of the reflec-
tion straps, particularly ir. their function as iateral restraint devices, when
they are relocated as proposed. The differences a.e seen in strap loads and in
resultant subject severity measures such as chest resultant acceleration.

(Since no head acceleraticn me:sures were made at Holloman, head response com-
parisons could not be performed.) The lateral restraint degradation that is
apparent from this comparison adds furth :vidence to the indications of
lateral restraint deqgradation which appeared in the lateral parametric com-
parisons at AFAMRL relating to shoulder harness angle (see Section 8B.).

B. SUBJECT KNEE INJURY

On 25 September 1979, a female subject incurred a right knee ligamentous injury
during a routine lateral impact at the AFAMRL Horizontal Decelerator Facility.
The impact test occurred as programmed and all equipment functioned normally.
Impact peak G was 7.96 with an average value of 7.36 and a velocity change of
29.8 ft/sec. Programmed values for this test were 8.0 G peak with a velocity
change of 30 ft/sec. Fifty-nine other lateral impact tests (nineteen tests at
8 G) were completed during this test program with no untoward effects and abso-
lutely no knee symptomatology. The injured subject had previously experienced
uneventful lateral impacts at 4 and 6 G.

The subject's response to impact appeared to be normal, until she indicated pain
in the right knee immediately post-impact. Although she was able to weight-bear
immediately post-injury, buckling of the right knee with walking prompted an
immediate orthopedic consultation at the USAF Medical Center, Wright~Patterson
AFB. There the subject was found to have a clinically unstable right knee and
she was, therefore, admitted to the Medical Center for surgical correction of
her ligamentous knee injury. On 27 September 1979, under general anesthesia,
x~rays of the right knee under valgus stress revealed significant medial
widening of the joint space, and thus an arthrotomy was performed. The subject
was found to have significant stretching of the medjial collateral ligament (MCL)
with intraligamentous disruption of the anterior cruciate ligament (ACL). These
ligaments were repaired and the subject was placed in a long leg cast, Four
months post-injury, the subject had an excellent surgical result as demonstrated
by a minimal (3-4 mm) anterior draw sign of the right knee on physical exam.

She was progressing well in her right lower extremity physical therapy rehabili-
tation program and she was ambulating with the aid of a knee brace.
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A review of the high-speed films of the test in question (Test No. 518) qualita-

tively revealed little difference in the motion of the right knee when compared

with right knee motion in other similar tests., However, tracking the displace- ;
ment of the right knee on a frame-by-frame basis, plotting this displacement for
the test in question, and comparing other pertinent tests revealed a significant
quantitative difference between right knee displacement in Test No. 518 and that
displacement in other comparable tests (such as Test No. 488). As shown in
Figure 34, there is a significant downward component to the displacement of the
right knee during Test No. 518, and, near full medial excursion, the right knee
motion is momentarily suspended. This is believed to be the point of ligament
failure.

As in all tests done during this program, the subject was bracing prior to
impact. This bracing technique consisted of the subject pressing her helmeted
head back against the headrest, her hands against her knees, and her feet
against the footrest. A free body analysis of the right knee at impact revealed
the following forces to be operative: (1) the lateral inertial force of the
knee and leg displacing to the left, reacting against the restrained pelvis
proximally and the footrest distally, (2) the internal forces of the contracting
muscles of the right lower extremity, and (3) the force of the right upper :
extremity on the knee due to bracing. The latter two forces were examined

indirectly by an analysis of foot load data.

A review of the foot load data obtained during lateral testing showed that the
typical preload in X (load in X direction prior to impact) for most subjects due
to bracing was between 300 and 500 pounds. However, some subjects had signifi-
cantly greater preloads in X, in the range of 750 to 1000 pounds. In Test No.
518, the preload in X was significantly greater than usual (approximately 900
pounds). An abrupt unloading in X occurred between 156 and 170 msec into the
impact, and is believed to be the point of ligament fajilure. (See Figure 35.)
Note that this corresponds temporally to the presumed point of ligament failure
derived from photometric data.

The role of the hands-on-knees bracing posture was further investigated by uti-
lizing the photometric data and tracing the path of the subject's right hand
during impact. As can be seen in Figure 34, this path followed a downward tra-
jectory. However, the subject's right hand was no longer in contact with her
right knee at 140 msec into the impact (see Figure 35), a full 16 msec prior to
unloading in X. Therefore, it was concluded that the bracing force of the
subject's right upper extremity on her right lower extremity was negligible and
did not play a role in the injury.

The subject's anthropometry was an additional factor that was considered.
Compared to the typical USAF fema 2, her height (5'10") is greater than 99th
percentile, her sitting height is 75th percentile, and her buttock-to-knee
length is greater than 99th percentile (and greater than the 95th percentile
compared to USAF males). This extraordinary buttock-to-knee length may have
played a significant role in her injury, as this distance represents the moment
arm of the subject's right knee as it rotated about the pelvis. Possible fac-
tors contributing to this subject's injury, therefore, include (1) the subject's
extraordinary anthropometry, (2) the subject's particular bracing mode, and (3)
the seat position, which placed the subject's knees in 40° of flexion.
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The type of inertial loading experienced during these lateral tests produced a
valgus stress at the right knee and external rotation of the tibia on the femur.
Furthermore, it is likely that the extraordinary degree of pre-impact bracing,
which to some extent was protective against MCL injury (Pope et al., 1979),
established the subject's right foot in a fixed position throughout the impact.
Rapid deceleration and twisting of the knee (external or internal rotation of
the tibia on the femur) during complete or partial weight-bearing (foot position
fixed) is certainly a well-recognized mechanism of ACL injury (Feagin, 1979;
Kennedy et al., 1974; McMaster et al., 1974). This appears to be the mechanism
of injury which was operative in this case.

Grood et al. (1978) have indicated that the most common ligamentous knee injury
which occurs in young individuals and during rapid loading of the knee is an
intraligamentous (rather than bone avulsion) injury. The type of ACL injury
sustained in this case corresponds to these observations,

At 40° of knee flexion, the ACL is lax (Kennedy et al., 1977) and therefore its
energy absorbing capacity is nil. As the right knee was displaced medially
during impact, after the muscles of the right lower extremity absorbed as much
energy as they were able, it became necessary for the ACL to absorb energy, but
it was in a poor position to do so. Therefore, ligament failure occurred.

Limitation of female (as compared to male) hip adduction on the basis of dif-
ferences between male and female pelvic geometry may have a role in this injury
mechanism, though this role has yet to be defined. Also, the role of ligamen-
tous laxity, as possibly being indicative of predisposition to ligamentous
injury, remains unclear.

This injury was reported through official Air Force channels and a committee
appointed by the AFAMRL Commander was established to conduct an independent
investigation of the injury. A criticism of the committee was that the test
fixture utilized was unlike the operational seat in that the test fixture had no
between-the-legs console which may have provided some lateral support for the
lower extremities in the lateral impact environment. 1In response to this criti-
cism, a mock-up of the console was fabricated and placed on the test fixture.
However, after a medical risk analysis of this new test fixture, it was felt
that the injury potential for the lower extremities could have been signifi-
cantly increased, rather than decreased. Therefore, lateral testing, which had
been suspended following this knee injury, was not resumed.

After an analysis of the above data, it aprears that this injury occurred in a
completely unforeseeable fashion. Certainly an analysis of the data of this
subject's previous 4 and 6 G lateral impacts was not, in any sense, predictive
of this injury. Several contributing factors (outlined above), each in itself
of minimal consequence, apparently acted together in a synergistic fashion to
create an environment in which the injury occurred. This injury, therefore,
represents the realization of an extremely rare risk in lateral impact testing.
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The following implications from this injury analysis are drawn.

1. Recognizing that the F/FB-lll crew seat and restraint system was
designed for individuals having 5th to 95th percentile stature and/or sitting
height, an increased injury potential may exist when this equipment is utilized
by disproportionate individuals with extraordinary anthropometry, i.e., indivi-
duals with certain extraordinary body dimensions not reflected in stature or
sitting height. However, this injury is not specific to the F/FB-1lll crew seat
and restraint system.

2, Future lateral impact testing must be conducted only after the question
of support of the lower extremities has been adequately addressed.

3. Crewmember bracing modes preparative for ground landing impact following
ejection require further biodynamic investigation.

C. ANTHROPOMETRIC EVALUATION

During the preliminary and critical design reviews of the proposed crew seat and
restraint system redesign configuration held at General Dynamics, the mock-up of
the proposed system was noted to permit the shoulder strap angle to be as much
as -9° with respect to the aircraft waterline. This condition was found when
individuals who have large mid-shoulder sitting heights raised the seat pan to a
level at which their flight helmet was one inch from contact with the inner sur-
face of the aircraft canopy. Since this finding represented a failure of the
proposed system configuration to meet one of the specific objectives of the
redesign effort, ASD/AES requested that AFAMRL conduct an anthropometric
evaluation of the design to determine the extent of the deficiency. This effort
was accomplished by Dr. Kennedy (AFAMRL/HEG) and documented in a letter to BBP
dated 3 October 1979. It was found that the critical anthropometric dimensions
that determine the shoulder strap angles in the F/FB-11ll cockpit are sitting
height and mid-shoulder sitting height. Negative shoulder strap angles were
found to be expected with the combination of anthropometric values shown in
Figure 36. The area where the anthropometric values are estimated to cause
negative shoulder strap (both inertia reel and reflection straps) angles with
the redesigned configuration is shaded by crossed diagonal lines. This figure
also shows the area, shaded by diagonal lines, where the anthropometric values
will cause negative inertia reel strap angles when the current operational har-
ness is used. The influence of the reflection strap angle could not be quan-
tified for the operational harness, On the basis of these ar.:hropometric data,
it was estimated that the proposed redesign would allow negative shoulder strap
angles for 13% of the flight crewmembers. In contrast, the current operational
harness allows an estimated 34% of the flight crewmembers to have negative iner-
tia reel strap angles.

A second potential problem observed during the mock-up review was that the
removal of the lower portion of the headrest might compromise the degree of head
support provided to crewmembers with short sitting heights. The elimination of
2.66 inches from the lower portion of the headrest was necessary to provide
clearance for the elevated reflection and inertia reel straps. This feature of
the proposed redesign proved to be a significant problem during the impact test
program as previously described in Section 8D of this report.
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A further anthropometric study was accomplished to provide an estimate of the
extent to which the headrest modification would compromise head and neck protec-
tion. The study was conducted using the crew seat and restraint system proto-
type used in the horizontal impact tests. The study was accomplished with the
seat back set at the three positions studied during the impact tests, i.e., 90°,
1039, and 110°. The seat pan positions studied were: (1) the lowest

position of vertical adjustment, (2) seat pan raised until the helmet contact 1
point was on the lower edge of the headrest, and (3) seat pan raised until the
normal helmet contact point was one inch above the lower edge of the headrest as
shown in Figure 37. Only the third position would provide any degree of head
support during impact exposures where the head and neck would be driven rearward
and downward. Photometric data collected during this program showed that the
average vertical displacement of the subject's head exceeded one inch,

The data from the anthropometric study show that if the seat pan is in the
lowest position, 38 percent of the flying population would not have even margi- ‘
nal head support (helmet contact point one inch above headrest edge) with the ’
seat back at the 90° position, 75 percent would not have adequate support if the
seat back were reclined to 103°, and 94 percent would not have adequate support
if the seat back were reclined to 110°, This relationship is shown in Figure
38. This figure also shows the position of the lower edge of the headrest and
the normal helmet contact point with and without the headrest modification. Note
that the current operational configuration does not provide adequate head sup-
port for a portion of the flying population, if the seat pan is in the lowest
position. Figure 38 can be used to determine the distance the seat occupant
must raise his seat to obtain head support. This is accomplished by using the
individual's sitting height and measuring the distance from that level up to the
level of desired helmet contact. Por example, an individual with a sitting
height of 34.7 inches (5th percentile) must raise the seat pan 2.7 inches to
place the helmet contact point on the lower limit line when the seat back is
inclined to 1039, and 4 inches when the seat back is inclined to 110°.
Unfortunately, restoration of the lower portion of the headrest is not feasible,
since it would force the shoulder straps to be deflected downward, around the
lower edge of the headrest, and then upward to the crewmember's shoulders just
as in the current operational configuration. 1In this condition, the retraction
force of the inertia reel would be reduced by friction and the mechanical pulley
effect of bending the strap around the headrest structure.

The headrest was originally designed to maintain the pilot's eye near the cock-
pit design eye point dQuring aircraft carrier launch to assure adequate over-the-
nose vision., Therefore, the helmet contact point is up to 2 1/4 inches forward
of the plane of the seat back rather than in the same plane or one inch aft as
is the case of USAF ejection seat design practice. As a result of this problem,
an individual's neck will be adversely flexed forward prior to ejection and
ground landing impact. This preflexed position of the head and neck creates an
additional moment acting on the spinal column to cause down and forward rotation
of the upper torso during ground impact and ejection. The fact that the
headrest is so far forward of the seat back also aggravates the problem created
by removing the lower portion of the headrest. When the impact load causes the
helmet to move downward from the headrest, the helmet will impact the shoulder
straps.
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Figure 37, Position of Helmet and Headrest when the Normal Helmet f
- Contact Point is One Inch Above the Lower Edge of the
' Headrest.
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From the standpoint of crew size accomodation, the proposed redecign of the
F/PB-111 crew seat and restraint system is deficient in two respects. PFirst, it
fails to eliminate the possibility that the crewmembers will operate with nega-
tive shoulder strap angles. The angles of the inertia reel straps of the
current operational restraint and the proposed redesign configuration provide a
point of comparison, albeit a limited one. (The complex geometry of the opera-
tional reflection strap defies simple characterization.) The inertia reel strap
angles range from -20° to 22° in the operational system and from -9° to +39° in
the proposed system.1 The reflection strap angles of the proposed modification
range from -5° to +38°. Second, the removal of the lower portion of the
headrest has degraded the impact protection capabilities of the crew seat con-
figuration. BAlthough it has never been advisable for personnel with small
sitting heights to operate with the seat pan in the full down position, crewmem-
bers have not been adequately advised to avoid this position.

The removal of the lower portion of the headrest is an inherent part of the
redesign approach. The removal is necessary to provide clearance for the higher
position of the shoulder straps. Although this problem was generally recognized
as a result of mockup reviews, the extent of the problem was not quantified
prior to the commencement of this experimental evaluation. As previously men-
tioned some subjects were not tested with the seat pan in the full down position
because of this problem FPigure 39 shows a crewmember seated in a flight simu-~
lator during the mock-up review at Mountain Home AFB (Final Report, TAC Project
79G=-019T, 1979). The crewmember was described as a small weapons systems opera-
tor with his seat lowered for radar work. The proposed change in the headrest
causes further deterioration in system performance. Further redesign should be
seriously considered. If the proposed headrest is incorporated without further
redesign, all crewmembers must be warned of the hazard.

1. The maximum negative shoulder strap angle occurs when: the seat

pan is in the highest vertical position possible with one inch clearance
between the occupant's helmet and the aircraft canopy, and the occu-
pant's sitting height is 37.2 inches and mid-shoulder sitting height

is 27.3 inches (both 95th percentile dimensions). The headrest of the
operational system does not permit the inertia reel strap to have a
negative angle more than 8° without contact with the strap. As the
strap deflects beyond this point, the strap is bent around the headrest
structure thereby reducing the retraction force applied to the occupant.
The maximum positive angle occurs when the seat pan is moved to the
lowest vertical position, the seat back angle is fully reclined, and the
occupant has a mid-shoulder sitting height of 23.7 inches (5th percentile).
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Figure 39. Weapons Systems Operator with His Seat Lowered for Radar Work.
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D. BACK INJURY MECHANISM IMPLICATIONS

The back injury mechanism assessment (Kazarian, 1977), which served as the basis
for the modification program, theorized that back injuries in the use of the
F/FB-~-11l1 emergency escape system resulted from the presence of negative shoulder
harness angles. These angles occur when the aft attachment point of the
shoulder harness is below the level at which the shoulder harness passes over
the crewmember's shoulder. For the harness currently in operational use, deter-
mination of the value of this angle is a complex question since each strap from
the inertia reel passes forward to the shoulder, around a roller and then aft
and across to attach to the contralateral upper seat back structure, as pre-
viously shown in Figure 11. Quantification of the angle of the reflection strap
depends on whether it is defined as the angle between the strap and its vertical
projection on a horizontal plane or as the angle between the strap's horizontal
projection on a sagittal plane and the waterline. The proposed modification
raises both posterior attachment points. It also moves the attachment point of
the reflection strap posteriorly and medially, since it utilizes the headrest
structure rather than the seat structure. The difficulty in defining the angle
remains. The angles reported in this test program are in accordance with the
first definition stated above.

For some crewmembers, the result of the proposed modification would be to change
the shoulder harness angle from near 0° to a larger positive angle. This has
now been experimentally shown to be associated with degraded lateral and ver-
tical impact protection. FPor other crewmembers, the modification may raise the
angle from a negative angle to near zero. The effect of this variation is
difficult to assess, since no tests were performed in the current series with a
significant negative shoulder strap angle. The performance of such tests was
avoided, since the premise on which the proposed modification is based was that
the negative shoulder strap angle is the primary restraint system design factor
causing the excessive spinal injury rate. On the other hand, positive angles
with the seat in the full down position were, in general, not extreme. Shoulder
harness angles that were recorded during the tests ranged from -1° to 33,5°,

The vertical travel from full down to the position producing a 0° shoulder har-
ness angle was not great for large subjects, The mean angle for 0° tests was
2,599, with a standard deviation of 2.97°, and a range of 16.5°. The large
range is due to the fact that some small subjects did not reach 0° even with the
seat full up. The mean angle for all full down tests was 23.6° with a standard
deviation of 7.02°, and a range of 28.75°. The mean tended to increase with
seat position as the seat was reclined from 90° to 103° or 110°. It should be
further noted that reclining the seat from 90° with the shoulder harness angle
maintained at 0° -.'th respect to the waterline, effectively raises the shoulder
harness angle with respect to the spine. The larger range and standard
deviation in the full down case is due to the fact that some large subjects did
not develop large positive angles in the full down position since they were
already in the lower range of seat travel at zero degrees,

These considerations lead to the conclusion that the body restraint and support
deficiencies observed in this study will apply more to crewmembers having small
to medium mid-shoulder sitting heights and/or crewmembers flying in the right
o seat position and having a tendency to use lower seat position adjustments. The
improvement or degradation for crewmembers having medium to large mid-shoulder

b
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sitting heights cannot be clearly established, since negative shoulder har-
ness angles were not utilized with human subjects. This prevented the perfor-
mance of human tests using the operational harness with negative and zero
shoulder harness angles as required to complete the comparison. It must

be recognized, therefore, that assessments of the relative effectivenss of the
proposed modification are based on a partial experimental data base. This must
be coupled with reasonable assumptions about the performance of the currently
operational system derived from cautious examination of the previous Holloman
AFB tests results and the official accident data base as compiled at the Air
Force Inspection and Safety Center, Norton AFB.

The limitations of the data base for the assessment of the proposed modification
are, in the opinion of the investigators, more important in the evaluation of
the vertical impact protection provided by the proposed modification, since no
exper imental comparison could be made with the operational system. Furthermore,
comparison with impact tests of conventional restraint systems proved of no
value, because these restraints have not been tested using the unorthodox seat
configuration of the F/FB-111. Therefore, after a more detailed review of
existing F/FB-111 accident data, completion of an experimental risk analysis,
and approval of human use protocols, the investigators intend to conduct a
series of vertical impact tests of the operational restraint system and a con-
ventional lap belt/shoulder harness to complete the data base.

In spite of the difficulties noted above, certain conclusions can still be drawn
which expand the back injury mechanism ascessment previously available.
Experimental experience with the test item had led to a deeper appreciation for
the complexity of the problem. The insights gained in assessing the proposed
modification can also be applied to develop an understanding of effective mecha-
nisms in the currently operational system.

The F/FB-111 system departs markedly, in several important areas, from conven-
tional restraint and body support design philosophy. These areas have been pre-
viously identified in this report: the use of the shoulder harness yoke, the
use of the crossing reflection straps, the potential for imposition of negative
shoulder harness angles, the location of the headrest well forward of the seat
back plane, and the wide latitude for seat geometry adjustment, including the
independent motion of the seat with respect to the headrest. These variations
from conventional design practice that are present in the current operational
system have not been eliminated in the proposed modification. Therefore,
findings derived from the modified system may be cautiously applied to the
operational system if the differences are considered.

The apparent intent of the crossing reflection straps, in concert with the
shoulder harness yoke assembly, is to provide lateral restraint during ground
landing impact. 1In the first place, the available experimental data base
indicates that lateral restraining forces are best applied by means of body
support plates rather than by harness restraint. In the second place, this
technique apparently imposes unconventional loads on the crewmember which have
not been adequately addressed in previous analyses. The primary intention of
the modification is based on eliminating downward loads applied by the shoulder
straps by raising both inertia reel and reflection strap tie-down positions.
However, the reflection straps produce a medial load as well, since the force at
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each shoulder roller is the resultant of the nominally aft-directed inertia reel
strap and the aft and medially-directed reflection strap. The medial component
would be even greater in the operational harness. The effect of the forces is
to pull the shoulders toward each other posteriorly in a manner similar to a
figure 8 clavicle strap. e

Such forces may be deleterious in at least two ways. First, they correlate well
with the clinically observed anterior parasternal and sterno-clavicular symp-
tomatology observed in the F/FB-11l1 ejectees. Secondly, these forces tend to
rotate the scapulae medially, forming a potential fulcrum which may act in the
genesis of the hyperextension injuries theorized by Kazarian (1977).

A further problem in this lateral restraint technique relates to the yoke, as
previously described in Section 8D. 1If the yoke is adjusted too tightly, or if
it is adjusted while the spine is moderately flexed, the yoke will provide a
downward load on the crewmember during retraction, even with positive shoulder
harness angles. In fact, in the extreme case, the yoke may prevent torso erec-
tion altogether, since the yoke can cause the distance from the seat pan to the
upper spine to be less than required for an erect torso against the seat back.
If full retraction takes place, spinal injury is likely to result, probably

by means of a hyperflexion mechanism., If retraction is not complete, the
crewmember will be held in a non-optimum position for ground impact, pre-
disposing to injury, the type probably depending on the relative magnitude of
Gy Gz, and whether the component in the X axis is positive or negative.

A further imposition of non-optimum position for ground landing occurs as a
result of the headrest position forward of the seat back plane. This is more
pronounced for seat back angles close to 90°, The +G, test data indicates
greater hyperflexion for the 90° seat back angle and for more positive shoulder
harness angles. If the headrest were further aft, then the head could be
allowed to achieve a more erect position and +G, acceleration would produce
less forward and down head rotation.

The unusual design approach in this system, with many sources of adverse
loading, makes it difficult to assign a simple cause and effect mechanism for
spine injury. It would be particularly surprising to find that at least three
dissimilar types of spinal injuries experienced in such a thoroughly unconven-
tional system could be remedied by the simple expedient of partially
correcting negative shoulder harness angles.

If the premise is accepted that negative angles may increase injury potential
and should therefore be removed, we would expect that the proposed modifica-
tion would lead to decreased injuries, particularly in large crewmembers.
However , the current test results indicate that lateral impact protection is
degraded, according to several criteria, as the shoulder harness angle is
raised from 0° to the relatively large positive angles in the modified con-
figuration. Furthermore, the results of the vertical impact tests showed that
the tendency for hyperflexion of the head and neck is increased as the seat
pan is lowered and the harness angle is increased. Assuming that the proposed
modification and the operational harness are equivalent for 0° shoulder har-
ness angles, this raises the question of new injury potential from the modifi-
cation, particularly in smaller crewmembers. (The improvement or degradation
of lateral, vertical, and fore-aft protection with variation from negative to
0° shoulder harness angle remains unknown.) 1In order to rationally assess the
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trade-off between potential for decreased injury and potential for increased
injury from the modification, it would be necessary to experimentally quantify
actual injury rates in the two configurations at operational impact levels.
This, of course, cannot be done. We are left with the problem of estimating
k| the trade-off with insufficient data. From an aeromedical point of view, H
however, we have the following information:

1. Negative shoulder harness angles, in this harness, have been theorized
to lead to back injury.

; 2, Positive shoulder harness angles, during the experimental program,
have led to measurably degraded performance in lateral and vertical impact
tests, when compared to a horizontal shoulder harness.

3. Experience with this harness during the experimental program has led
to the identification of plausible additional/alternate mechanisms for the
operational injuries that would not be addressed by eliminating negative
shoulder harness angles alone.

4. The F/FB-1ll seat and restraint system departs radically from proven
design practice in a number of areas. These areas include, for example,
headrest location well forward of the seat back plane, independent vertical
motion of the seat with respect to the headrest and shoulder harness attach-
ment, medially deviated resultant force applied by the shoulder harnesses, and
a shoulder harness yoke device allowing adjustment which may restrict erection
of the torso during retraction.

5. The F/FB-1lll crew module acceleration and force differ radically from
that of an open ejection seat, but does not differ radically from impact accel-
erations and forces which have been extensively studied experimentally.

Areas of difference include, for example, absence of windblast and an
arbitrary acceleration direction imposed on the seated occupant during ground
landing impact.

Conclusions which appear evident from an examination of the above considera-
tions and the available information base are as follows:

1. It would be surprising to find comparable restraint performance be-
tween the F/FB-111 system and an open ejection seat system, since both the
restraint designs and the acceleration-force environments differ radically.

2. Since the wealth of experimental human impact experience more closely
characterizes the F/FB-11l1l environment than that of an open ejection seat, it
3 would seem most reasonable to consider proven design practice in order to
k further improve this system (e.g., conventional seat belt - double shoulder
b harness with deployed side body support plates). This would of course involve
= a more extensive redesign and retrofit effort than is associated with the pro-

e posed modification.

3. 1If the above solution is not practical at this late date, limited
modifications to the existing harness system will be problematic at best,
since the trade-offs remain uncertain. Negative shoulder harness angles
represent only one of the many deviations from proven design practice. Their i
elimination should probably be pursued, but only as a part of a hardware (and, i
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if necessary, procedural) modification program, which attempts to address the
other mechanisms by which undesirable forces may be placed on the crewmember

and the attendant problems which may be unintentionally produced by the modi-
fication.

The objective of this test program has been not to verify that the proposed
modification would be effective in decreasing injury, but rather to determine
if the restraint performance would be potentially degraded by its incor-~
poration. Such degradation has been measured. However, the extensive effort
devoted to this test program has led to the accomplishment of more than the
objective. Much has been learned as the dynamics of this restraint system
have been studied with human subjects. New insights have resulted. The
findings and conclusions go beyond the stated objectives, but they are
nevertheless derived from the planned testing and are considered relevant to
the requirements which led to this test program.
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Section 10

SUMMARY OF CONCLUSIONS

A. THE FOLLOWING OBSERVATIONS AND CONCLUSIONS WERE REACHED AS A RESULT OF THE
ANALYSIS OF THE F/FB-111 SEAT AND RESTRAINT SYSTEM REQUIRED IN ASSOCIATION
WITH THE CURRENT TEST PROGRAM.

1. The acceleration stress which would be imposed on a conventionally
restrained aircrewman in an F/FB-1l1l crew module is sufficient, both at high
speed ejection and at ground landing impact, to cause a significant spinal
injury rate. (Section 1lA.) 1It is different from the acceleration stress
imposed by all other operational escape systems.

2., Accident data from QOctober 1967 to October 1979 has revealed a spinal
fracture rate of 34% of survived ejections. (Section 1A.)

! 3. Dr. Kazarian has suggested that the operational injuries may be signifi- X

cantly reduced by elevating all posterior attachments for the shoulder har- :
nesses, since he theorized that the high injury rate is partly caused by the ]
negative shoulder harness angles. He also suggested adding an extension to
the upper seat back structure. (Section 1lA.)

4. General Dynamics, under contract to ASD/AES, has developed a proposed
modification to the seat design, incorporating Kazarian's suggestions. The
stated objectives of the contract effort (Section 1lA) are:

(a) Eliminate the downward component of force on the spine caused by the
shoulder straps during retraction/ejection and ground landing impact.

(b) Reduce rotation (down and forward) of the shoulders and back on
ground impact.

(c) Extend the seat back to provide support for the upper back during
powered retraction.

5. Because of redesign constraints (including cost), the redesign con-~
tinues to incorporate a variety of deviations from conventional design prac-
tice, including a shoulder harness yoke assembly which may restrict torso
erection and produce downward spinal loads, a cross-over reflection strap
arrangement which produces a medial-posterior resultant load at each shoulder,
a headrest assembly which may orient the head well forward of the seat back
plane, and a geometrical seat adjustment capability which may place some
crewmembers in awkward positions., (Sections 3B, 9C, and 9D.)

6. The analysis of these deviations has led to the identification of |
additional potential and plausible injury mechanisms not involving negative
shoulder harness angles. (Section 9D.)

7. The AFAMRL test program reported herein was designed to assess whether
the proposed modification might otherwise degrade crew protection. The
assessment was to be based on analysis of data from vertical (+G;), sideward
(+Gy), and forward facing (-Gyx) impact tests and comparison with tests of the
operational harness conducted years ago at Holloman AFB before installation of
the operational harness into the crew module. No AFAMRL tests were to be con-
ducted with the operational harness or with negative shoulder harness angles to
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assess the alleged benefits to be expected from the design objectives, presented
in paragraph 4 above.

B. THE FOLLOWING FACTS SUMMARIZE THE AFAMRL TEST PROGRAM.,

1, Tests were conducted in such a way that effects of varying seat back
angles and shoulder harness angles could be elucidated. The seat back angles
tested were 90°, 103°, and 110° from horizontal. Shoulder harness angles that
occurred during the tests ranged from -1° to 33.5°, (Section 2,)

2. The test item was provided by General Dynamics with additional instru-
mentation supplied by AFAMRL., (Section 3B.)

3. Subjects (male and female) were qualified and utilized in accordance
with applicable human use regqulations. (Section 6.)

4. The Vertical Deceleration Tower and the Horizontal Decelerator Facility
were utilized to provide nominal experimental +G, impacts of 10 G (30 ft/sec),
+Gy impacts of 8 G (30 ft/sec) and -Gy impacts of 10 G (32 ft/sec). (Sections
4A and 4B.)

5. Relevant accelerations, forces, and loads were measured electronically.
Appropriate physiological data were obtained. High speed cameras documented
subject motion, (Sections 4D, 4E, 4F, and 4G.)

6. The Wilcoxon paired-replicate rank test was used to assess the statisti-~
cal significance of the results. (Section 5A.)

7. Human subject tests took place between 21 June and 13 November 1979.
A total of 187 tests were performed with the volunteer subjects. Seventy-
three of these tests were vertical impacts, 60 were sideward impacts, and 54
were accomplished with forward facing impact orientations. (Section 7.)

8. The sideward impact test program was discontinued following an injury
to a female subject. This resulted in an incomplete sideward impact test set.
{Section 9B.)

C. THE FOLLOWING OBSERVATIONS AND CONCLUSIONS WERE DERIVED FROM THE TEST DATA
ANALYSIS.

1. all forces, loads, and accelerations measured at these impact levels
vwere considered to be well within human tolerance, in spite of the unexpected
occurrence of a serious knee injury during an 8 G sideward impact test.
(Sections 8 and 9B.)

2, Chest acceleration measured during vertical impact tests decreases as
the seat is reclined, apparently due to increasing support from the seat back.
(Section 8A.)

3. Head X acceleration in +G, impact tests increases as the seat is
erected. This increase would presumably be less if the headrest did not posi-
tion the head so far forward. (Section 8A.)
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4. BRead acceleration in +G, impact tests increases, particularly in the
Z axis, as the seat pan is lowered and the shoulder harness angle is
increased. (Section 8A.)

5. The shoulder harness loads measured in sideward impact tests (where
the subject's inertial response was leftward) appear to increase on the left
and decrease on the right, as the seat reclines and/or as the shoulder harness
angles are increased. The lap belt and crotch strap loads increase as well,
Since reaction of the subject was to the left into the harness, these results
indicate less adequate sideward restraint with a reclined seat and/or when the
seat pan is in a lower position and the shoulder harness angles are large.
(Section 8B.)

6. X axis testing demonstrated physically consistent and reasonable
results, No evidence of degraded performance was noted; however, there was
also no evidence of improved performance. (Section 8C.)

7. The knee injury of the female subject indicated potential for unex-
pected injuries with subjects having unusual anthropometric proportions and/or
variations in bracing. (Section 9B.)

D. THE FOLLOWING CONCLUSIONS RESULT FROM COMPARISON OF AFAMRL DATA ON THE
PROPOSED MODIFICATION WITH TEST DATA ON THE OPERATIONAL SYSTEM COLLECTED AT
HOLLOMAN AFB.

1. The modified reflection straps appear to carry greater loads in
-Gy impact. (Section 9A.)

2, The modified reflection straps appear to carry lower loads in
+Gy impact, consistent with degraded sideward restraint. (Section 9A.)
E. THE FOLLOWING CONCLUSIONS DERIVE FROM THE ANTHROPOMETRIC ANALYSIS,

1. Negative shoulder strap angles are still possible when the modified
harness is used, although the possibility of negative shoulder harness angles
has been reduced from 34% of the flying population to 13%. (Section 9C.)

2, The modified headrest degrades head support when the seat is in the
lower range of vertical seat adjustment. (Section 9C.)

F. THE FOLLOWING ARE GENERAL CONCLUSIONS.
1. Trends appear in experimental test data which indicate potentially

degraded impact protection for some crewmembers in the F/FB-111 system
modified as proposed.

2. The accelerations imposed on the F/FB-1l1 capsule during high speed
escape and ground landing impact can be expected to injure a significant
number of aircrewmen, even with optimum restraint.




3. A major reduction of the spinal injury rate as a result of incor-
porating the proposed modification appear problematic since:

(a) The data indicate that the tendency for hyperflexion of the head
and neck during vertical acceleration is increased when the shoulder strap
angle is a large positive value.

(b) Several plausible injury mechanisms remain in the modified system,
even with pogsitive shoulder harness angles.

(c) The modification continues to allow negative shoulder harness
angles for a significant number of crewmembers who are seated in operationally
likely seat positions.

(d) Head support is reduced or eliminated for a significant number of
crewmembers when the seat is in the lower vertical adjustment range.

4. Significant reduction of the spinal injury rate appears achievable
only by a combination of three approaches:

(a) Conduct further experimental research to: (1) determine the rela-
tive efficacy of the current operational crew seat and restraint system, the
proposed modification, and a more conventional restraint system; (2) better
define the phase of the escape sequence and the etiology of the spinal
injuries that have been observed; and (3) generically investigate the
relationships between protection system design factors (such as headrest posi-
tion, shoulder strap angle, pre-impact body positioning/bracing, and anthropo-
metric variations) and the human body impact responses that are related to
spinal injury potential.

(b) Application of proven design principles to the F/FB-1l1 crew seat
and restraint system, involving a more extensive modification than currently
proposed.

(c) Decreasing the acceleration stress imposed by high speed escape
and, in particular, the high impact loads experienced during ground landing
impact in the F/FB-111 crew module.




APPENDIX A
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INTRODUCTION

Under Contract F33615-79-C-0523, Dynalectron was requested
by the Air Force Aerospace Medical Research Laboratory/Biomechanical
Protection Branch to instrument a test fixture fabricated by General
Dynamics Corporation and collect data under test conditions for the
F/FB-111 Crew Seat and Restraint Harness Redesign evaluation program.
The testing was conducted in three axes of acceleration on the Hori-
zontal Deceleration and Vertical Deceleration Tower Test Facilities
located at the Air Force Aerospace Medical Research lLaboratory,
Building 824, Area B, Wright-Patterson Air Force Base. The following
is a discussion of the equipment and procedures used in acquiring
and processing data to describe the kinematic and inertial responses
of the human body. Installation and sensor specifications along
with operating principles and data acquisition techniques are dis-
cussed.
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DATA MEASUREMENT DEVICES

ACCELEROMETERS

Twelve accelerometers were installed on the test fixture.
These accelerometers were configured in groups of three to create
triaxial measurement packages. Each package was mounted to measure
accelerations in the X, Y, and Z axes. Figure A - 1 shows the
coordinate system utilized for the testing and the corresponding
output polarity for an applied acceleration.

The accelerometer package used to measure head accelerations

was designed for use inside the subject's mouth. It consisted of
three Endevco Model 2264 accelerometers mounted to a plastic block and
covered with medical grade silicone rubber sealant. This created a
small electrically isolated package approximately 9/16 x 9/16 x 1 inch
with three cables exiting one end. The accelerometer package was
mounted to a special dental bite block that was custom fitted to each
subject. When assembled, the unit weighed approximately 50 grams.
The specifications of the accelerometers used in the package are shown
in Figure A - 2. During dummy runs the dental bite block was not used
and the package was mounted to a bracket at the approximate center of
the dummy's head.

The chest accelerometer package consisted of three Endevco
Model 2264 accelerometers mounted on an atuminum block % x % x 3 inch.
This block was inserted into an aluminum protective shield to which
was attached a length of Ve]créE>fastener strap. In use the package
was placed over the subject's sternum and was held in place by fastening
the Velcr&a strap.
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The sled (carriage) accelerometer package consisted of two
Endevco Model 2264 and one Endevco Model 2262. These accelerometers
were rigidly fastened to the test sled or carriage to measure the
acceleration vectors. The package was oriented such that the Model
2262 transducer measured the primary acceleration and the Model 2264's
measured the secondary axes. The specifications for these acceler-
ometers are shown in Figures A - 2 and A - 3.

HARNESS INSTRUMENTATION

The harness instrumentation consisted of seven load measuring
transducers located at the seven points the harness attached to the
seat. The harness, seat, and test fixture are shown in Figure A - 4.
Two types of transducers were used in measuring harness loads. Five
of the transducers were strain gage bridges bonded to the restraint
harness hardware end fittings. The remaining two were automotive belt
load measuring cells (see note 1). All of the transducers produced a
positive output when placed under tension in accordance with the AFAMRL/
BBP coordinate system.

The five strain gage transducers were of three types as shown
in Figure A - 5. Each unit had four strain gages attached and wired as
a four arm active bridge. Figure A - 5 shows the wiring diagram of the
units using 350 ohm resistive gages (Micro Measurements EA-06-125BZ-350).
The two reflection strap units are pictured in Figure A - 6, clso the lap
and crotch strap units are pictured in Figure A - 7. The two automotive
belt load cells were placed to measure inertia reel strap loads as shown
in Figure A - 6. These units are Lebow Model 3419 automotive belt force !
cells. The specifications are shown in Figure A - 8.

SEAT PAN INSTRUMENTATION

The seat pan instrumentation consisted of nine transducers
measuring force and acceleration. Acceleration measurements were made

Note 1) One harness cell was originally a belt load type device and
was replaced by a strain gage device. See Section "Z Axis".
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using Endevco Model 2264 accelerometers mounted on a plastic block at

the approximate center of the seat pan assembly. These accelerometers
were oriented along with X, Y, and Z coordinate axes according to the

AFAMRL/BBP coordinate system {Reference Figure A - 1). The specifica-
tions are contained in Figure A - 2.

The load measurements were made utilizing two types of force
transducers to fit the physical size limitations of the seat pan. Z axis
load measurements were taken using Strainsert Flat Load Cells Model
FL2.5U2SPKT. Three of the cells were used in a three point mounting
configuration as shown in Figure A - 9. The X axis and Y axis loads
were measured using devices built specifically for this application by
General Dynamics. These load links were instrumented with resistive
strain gages as shown in Figure A - 10. Each load link has four resist-
ive arms with 2 arms active. The end of each unit was mounted with
swivel balls to eliminate cross-axis forces in the measurements. All
of the force transducer outputs were wired to correspond with the co-
ordinate system shown in Figure A - 11.

FOOT REST INSTRUMENTATION

The foot rest assembly was instrumented with three GSE load
cells Model T-10952C. These load cells were mounted between the foot
pedal support and the test fixture to measure applied foot loads. The
load cell orientation was changed between the vertical and horizontal
tests. Figure A - 13 shows the two orientations and the drawings of
Figure A - 12 show the Toad cell location for the two configurations.
Each cell measured triaxial loads. The cells were capable of measuring
2500 1b in the Z axis and 500 1b in the X and Y axes.

Z AXIS (VERTICAL IMPACT)

The seat geometry drawing in Figure A - 14 shows the polarity
of the various output signals. Included in the drawings are the dimen-
sions of each fixed load cell and the variables introduced by the seat
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height and seat pan adjustments. The crotch strap locad was measured
using a Lebow belt tension gage in place of the strain gages on the
harness. The Digital Instrumentation Requirements sheet of Figure

A -15 contains the pertinent data for all of the transducers used in
the Gz test program.

Y AXIS (SIDEWARD IMPACT)

Ouring the Y axis test program three different transducers
were used to measure the crotch strap load. The program commenced
using the Lebow belt cell which was replaced by a strain gage harness
buckle. This first harness strain gage unit was damaged during test-
ing and replaced with another strain gaged cell. The sled Y acceler-
ometer was an Endevco Model 2260 used in the primary axis of testing
as the sled reference. The drawings of Figure A - 16 illustrate the
seat geometry for the Y axis testing as well as the seat pan adjust-
ment and the harness geometry. The Digital Instrumentation Reguire-
ments sheets of Figure A - 17 contain the pertinent data for all of
the transducers used in the sideward test program.

X AXIS (FORWARD IMPACT)

The Endevco Model 2260A sled X accelerometer which was in
use at the start of the X axis program became unstable and was re-
placed by an Endevco Model 2262 accelerometer. The seat geometry
drawings shown in Figure A -18 contain the load cell dimension loca-
tions and the seat pan adjustment references. The Digital Instrumen-
tation Requirements sheet of Figure A - 19 contains the pertinent data
for all of the transducers used in the X axis test program.

CALIBRATION

Strainsert Load Cells were calibrated on a periodic basis at
the Precision Measurement Equipment Laboratories (PMEL), Wright-Patterson
Air Force Base. The PMEL returns each device with a certificate pro-
viding current sensitivity and linearity data.
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Accelerometers, strain gaged belts, and Lebow belt load cells
were calibrated at the AFAMRL/BBP Laboratory. These calibrations were
performed prior to and upon the completion of each phase of the test
program. Calibration of each test accelerometer was performed to deter-
mine sensitivity, phase, and frequency characteristics by using the
reciprocity method. This method utilizes a shaker table to physically
vibrate the test and standard accelerometers simultaneously for com-
parision of the outputs.

Test accelerometer sensitivity was obtained by comparing the
output at 100Hz and 40G to the output of a laboratory standard acceler-
ometer which is calibrated yearly to standards traceable to the National
Bureau of Standards. The frequency response and phase characteristic
of each accelerometer was obtained using a random noise generator to
drive the shaker assembly and analyzing the output data by Fourier
Analysis via the PDP 11/15 and Time Data unit. Accelerometer natural
frequency and dampening factor are also derived and computed from this
information.

Belt load cells and strain gage cells were calibrated under
tension load on a special test fixture. The sensitivity and linearity
of each device was obtained by comparing its output to that of the
"standard" load cell mounted to the test fixture. The "standard" load
cells are also calibrated on a yearly basis by standards traceable to
the National Bureau of Standards. Factory calibration data for the GSE
Triaxial Load Cells were used for this test program.

A1l calibration records are maintained on file for reference.
The pre and post test calibration data for the "in-house" calibrated
devices for each of the three phases of the test program are shown in
the Table of Figure A - 20.




Accelerometers for both subject
and test fixture will be wired
in this manner.

i ACCELEROMETER COORDINATE SYSTEM
y
E. ACCELERATION BARE SLED AND MACHINE TZISTS
3 Accelerometers will be oriented Accelerometers will be oriented
4 and wired to provide an output to provide outputs to agree with
corresponding to the applied track coordinate system with
acceleration. Use this table polarities as noted in test log. ‘
X as a reference: |
! Acceleration Qutput
+Gx Positive + i
-Gx Negative Z i
+Gy Positive A ;
-Gy Negative ;
+Gz Positive ]
-6z Negative l
{
|

Sled and carriage accelerometers
will be wired and idantified in
the same manner ss the subject

and test fixture (including test

orofiles).
-X
b1
| -Y
1
¥ +X ~7
|
5
AMRL BBP COORDINATE SYSTEM
{ ) ( Left Hand Ruie )

Figure A -1
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MODEL 2264-200

*200 g
One gram

MINIATURE
PIEZORESISTIVE
ACCELEROMETER

The Model 2264-200 13 a very low mass, piezoresistive accelerometer de-
signed for modal studivs, flutter teshng and simildr apohications requinng
good low frequency csponse and muumum mass (03acing.

With only a smait amount of damping. the Model 2264-260 has no phase
shift over its usclul {requency range gf steady state to 1260 Hz. Protection
against overranging results from the high environmental raung ot = 1000 g
peak. The acceleromeler can be operated over a temperature range of
O°F 1o 150°F (~187°C !o 66°C).

F$he 2284-200 utifizes Piezite* Element Type P-11 gages in a haif bridge
¢circuit providing a low impedance nominai output of 5G0 mV fuil scale at
10 Volits dc excitation.

SPECIFICATIONS FOR \ODEL 2264-200 ACCCLEROMETER

DYNAMIC
i NOTES
MNGE """"""""""""" —-200 9 to 'F‘DO 9 ‘Measured wiin stcady state acceierdt:on
SENSITIVITY (at rated excitation)’. . 2.5 mV/ g, nominat; 2.0 mV/ g, minimum 1in ShOCK Measurements. mmmyum puite duei’ on
MOUNTED RESONANCE ':l hall $:ne of 11ancUIAr DUIses shaui? crcera
FREQUENCY ............... 3700 Hz, nominal 15 millneconds to #vo.d £xces% (€ P A% e
AMPLIFICATICN FACTOR. Q.. ... .10, maximum, a: resonance and 75°F 2‘.‘.‘;".3!..2'.".?";7;..?.‘.’, fndevco Piasorenie A
FREQUENCY RESPONSE! JUML i3 calibratud a1 100 V 3C. Lower cac.taton
{reterence 160 HZ) .......... :10",7’05 r:ax.. Oé)o 1200 Hz mw:‘ ':nv tf "‘E‘.S'u’é“v'c’é“\"’ be sz ied at
at +75°F (24° of otder. Use > \odet €235 Howar
TRANSVERSE SENSITVITY . ... 2%, maximum S yaindal 4470 SigMal Conauionin) ag
LINEARITY AND HYSTERESIS' . ... £ 2% of reading, maximum. Oto 159 a: “Ous 10 tell healing of the prazoresisive ele-
=2.5% of reading. maximum. 010 20049. ments, the messured FeSiSIANCE 5 SENSiive 10
THERMAL SENSITIVITY SHIFT. ... =40 mV max.. at 0°F and 150°F he sppired vaitago.
(—18°C and 66°C), ret. 76°F (24°C) ‘::m": c:':m all lesds ued together ang
WARMUP TIME ........ reoesas.. 1 minute ’
ELECTRICAL
EXCITATION? ... ... .c.vviinen 10.0 Vde
RESISTANCE PERARM® ... ..... . 170002 = 20%. at +75°F (24°C)
2ERQ MEASURAND QUTPUT . ... = 50 mV dc max,, at +75°F
THERMAL ZERO SHIFT ...... vooo 240 MV max.. at 0°F and 150°F

{=18°C ang 86°C)
IMSULATION RESISTANCE? ...... YOM 12 mmimum a1t 100 V de

ENVIRONMENTAL

ACCELERATION LIMIT' Static: =1000 g.

(in any Jizcclion) Sinusoidal: =1000 g pk.

Shock: = 1000 g pk. 1.5 miilisecond duration or longer.
CAUTION: Keep proitctive sizeve on accoisrometsr untit ready 1o vso.
TEMPERATURE Opersting: 0°F to 150°F (-- 18°C 10 66°C)
Non-Oporating: --8%°F lo 200°F (-- 54C te 93°C)

RUMIDITY €povy Scalad
ALTITURE Not Alfected

Figure A - 2- ACCELEROMETER SPECIFICATION
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2262A-200
2262CA-200

Damped, Overload Stops

PIEZORESISTIVE
ACCELEROMETERS

SPECIFICATIONS FOR MODEL

DYNAMIC
RANGE
OVERRANGE LIMITING
SENSITIITY

MOUNTED NATURAL FREQUENCY (AT 75°F)
FREQUENCY RESPONSE

OAMPING RATIO
TRANSVERSE SENSITIVITY
THERMAL SENSITIVITY SHIFT
LINEARITY AND HYSTERESIS

ELECTRICAL
EXCITATION
INPUT RESISTANCE (AT 75°F)

OUTPUT RESISTANCE (AT 7S°F)

INGULATION RESISTANCE
ZERO MEASURAND OUTPUT

ENVIRONMENTAL

ACCELERATION LIMITS
(In any direction)

TEMPERATURE

Nonoperating

HUMIOITY

2262A-200 snd 2262CA-200 ACCELCROMETERS

0°F 10 +200°F
Static 2000 g
Sinysordal 1 000 g pk
Shock 2 000 g haif sine puise

Compensated 0°F ‘0 -200°F (-18°C o +93°C)
-20°F 10 +220°F {-29°C t0 ¢104°C)

Modcls 2262A-200
{2232CA-200)°

~200gt0 200 g
£330 1012009

2.5 mv/g typical
(1.2 mV/qg typical)

2 mV/g manimum
(1 mV.'g minimum)

7 000 Mz typicai

+5% marimum 2 10 3 000 Hz
& T5°F -25%/10°: typicar at
0/200°F anc 3 000 Hz

Q.7 wpical

3% maximum

+2% of reading, maximum,
0200 g

10.00 Vdc

1 800 :! typicat
{1 0U0 *! typrcal)

1200 ' typical
{1000 typicaly

1C0 G munimum
225 mV mazimum

Sealdd by glass 10 metal fusion and welding.

Figure A - 3- ACCELEROMETER SPECIFICATION
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Figure A - 4- HARNESS ASSEMBLY
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4
)
3

Right & Left
Lap Attachment

Crotch
Strap

Right & Left

Reflection

+Excitation Notes :

*Strain Gages are
Micro-Measurements
Model EA-06-12582-~350

+Data *Al1l units wired
identical

*A11 4 arms active

~Excitation

-Data

Figure A - S5- HARNESS INSTRUMENTATION
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LEBOW INERTIA REEL
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- -
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e e - .-

LIy T

REFLECTION STRAP LOADS

-

Figure A - 6- HARNESS INSTRUMENTATION
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CROTCH STRAP LOAD CELL [Ye
{ ' RICH .. - v

Figure A - 7- HARNESS INSTRUMENTATION
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{. AUTCMCTIVE LCAD CELLS |

[
.
5
. ]
i
&
1
)
3
i‘ '
-
EA
Mode! 3419
Capacity Available
3500 ibs.
SPECIFICATICNS
Output at rated capscity: miilivolts per voit, nominal ¥z
i Nonlinearity: of rated outeut 2%
Hysterisis: of raied output 4%
i Repeatability: of rated output +1.0%
i Zero balance: of rated output . + 2%
'i Bridge resistance: ohms norninal 350
‘ Temperature range, compensated: °F +30to + 150 ]
& Temperature range, useable: °F - 65 ta + 200
;1 Temperature effect on output: of reading per °F + 0.003%
X Temperature effect on 2ero: of rated output per Of + 0.003%
3 ? Overload rating, safe: of rated capacity 150%
; 3 Excitation voltage, maximum: voits OC or AC ras 20
": Insulation resistance, bridge/caze: megohms at 50 VOC 1000
: Belt thickness: (maximum} inches 0.10
1 Belt width: (maximumi inches 2.00
LA Weight: in ounces 8
! Available capacities: pounds 3500

Figure A - 8- LEBOW BELT LOAD CELL




. STRAINSERT LOAD CELL

97 19

=LG8T7 rrazt
- ’ 131

SEAT PAN

ACCELEROMETER PACKAGE \=

STRAIM GAGE
4 LOAD LINKS

/o

STRAINSERT LOAD CELLS ] A
S

Figure A - 9- SEAT PAN ASSEMBLY




T = —_—t—_. 3 -
| { C__Fw_~_— = _—_° i .
— P Sl VI E
ll" '.’Z/

+Excitation
Full Bridge with 2 arms active

+Data

Strain Gages are MicroMeasurements
Model EA-06-062TJ-350

-Excitation
-Data

Figure A - 10- SEAT PAN LOAD LINK
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LOAD CELL CUORDIMATE SYSTEM

Swivel mount and Letow belt
Toad cells w1!1 be wired to
provide a positive output
when the belt is pulled.

+Z

Fixed mounted load cells
will be wired to provide
a positive output vhen

pressure is applied as
shown.

-

+X

-Z

AMRL BB? COORDINATE SYSTEM

( Left Hand Rule )

Figure A - 11
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Tri-Axial Load Cells

——

i ‘5 I
L
o,
joly|
o
[ o}
|
Qr
3 ol ! !
b ezt ooz
.
Il e o] o
'J"_'—’ -2 !

Horizontal Test Configuration

Tri-Axial Load Cells

-—— . —

— o — e — ——

—— . —
v —— = —— — —

Vertical Test Configuration

Figure A - 12- FOOT REST LOAD CELL LOCATIONS
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{ FOOT REST ASSEMBLY, X & Y AXES

! FOOT REST ASSEMBLY, Z AXIS S
3 Figure A - 13- FOOT REST ICNFIGURATIONS
|
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e

e e

$Ear

£ 43
REFERENCT

{wove, 1)

L

-2
COORGINATE
AXES

CARZIAGE ASSEMBLY {r

)

s)

(€}

U]
«

(6!

{x

{1}
[¢}]

AOTES:

$edt Iveo rifecens puint 14 tocated ot the
of e norizantal suyort plane and the fun
el

oF tre rtemention
Mirtaie of U carriage

Presiwe acplicd in dircction of areow resulls 1a a Positive sutive.

$eot pan losu ceiin ey refurenced to the (0nlait point witn the
WOLIOE ot the yeat jan.

$edt (an load 1inks are refcrenced tu the center of the wurting seud.
ALT anqular seeturcrentsy are referraced 1o ‘he horizomtal seiport plaie.

Seat flzture choan 13 st full down, f00trest 13 2230043A 1, eod seat
pan 1n Pasition |,

Sest pan potition 15 siistable § taches {m onc-ialh tncrecents. $est
BRIGAE 1% adjustadte 5 inches (A Onc-'RCA ‘ACreranty . Footrest posilica
15 djintadle ¥ inches 1n one-lnch Incremerts.

Lead Jimds 4, 5 and § are counted with swivels on the ends Preventing
possidie cross-axis loeding.

TestIng wis perforn:e with three weat dick angles: 0%, 163° and 112°.

The wpder surfece of the 38at pan has & slope of +7°.

AT % 0y mar
rotat by ~ r VESCRIPTION
° L] e CENTEN SCAT PAN (3AD

1

R 5.5 4.0 0 L1 S
3 “.5 8.0 Lefr L
< 5.7 5,128 LEFT (04D ¢ 1%x

§ -$.7 .0 CENTER * -

L] -5.7 -5.128 - 625 RIGuT -

SPRINT RO, 1 1S SEAT PN REFEAENCE

fogrRESY ASSEMY LOAD CELL S079DINATES

20t bt o b bl = FSCRIPTION
? [ L] L] CENTER FOOT (oM
L] .2 -1.3 [ RIGNT  * -
L L - .5 L LEFY ot

SPOINT NO. 7 IS FONTREST ASSEMGLY REFSRINCE

HORIZONTAL
susroar
PLAnE

FOOTREST
ASSLMINRY

F-U1 +G, Program Scat Gcometry

Figure A ~ 144
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1 OAND UZ7 ASTS COVRDINATES o LEAT Prn SUEREWT FUIN? LT AL RN
FOR ALL V3 EA0LeS OF saal

POk Al SEAT PAN -y TIOH

"t ays
SEAT PAN PGSITICH

’J

[ 1 {26 < T-.'_B_-PL i
2 {0 40 118 60 SV RD I ARDS STAMURLTTAIS AR
= 31100 bisor torer
"o 4 1-17.35 1-18.36 -19.35 37
x 1—— —.—T_..
5 1-17.60 1-18 63 ]-19.63 R
6 ]-17.92 [-18.32 .n_lgn‘qn{n'-l,.u,
sey® AXIS COORDINATES ARC -0 FOR ALL CONOITIONS
AL HEASUPEMENTS ARE REFERENCED TO THE SEAT ITR0 REFERENCE
d oA ?

FOOTPEST
REFLAEXCE
POLRT

lEFtR:mI PoLAT

FOR At L wa by g

e

"X oAvs

SEAT 2£R0
REFERINCE
PCINT

SEAT pAx
AMUSTVENT

A SEAT pEIOT

AL USTYENT

o
Y wcartuwy

F-ui

X sent

+G, Program Scat Gsometry

Figure A - 14b
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LEFT REFLECTION STRAP LOAQ CEiL

RIGHT REFLECTION STRAP (up (4178

RIGHT INERTIA REEL LOAD CELL

3 NOTES :

: A. AV load cells produce 4 2ositive

E Output when tneir asscciated straps
are piaced in tensior.

8. Left and rignt Tap load celis are
Mfcro-Measurecents, Hodel EA-06-12582-
350, S/N 13 and 14,

C. Crotch strap, Jeft ard right
inertia reel load cells are Lebow
Yodel 3419 (3.5K), S/N 3€3, 364 and
373.

0. Left and rignt reflection strap load
cells are Micro-Measurements FA-0G-
12582-350, $/N 1 and S.

m

The Micro-Measurements cells are
operational F-111 seat hard:are with
strain gage oridges ateached to
measure the lgads.

{
i
|
|
i
:
5
F-111 +G; Harness Instrumentation ]
Figure A -~ 14¢ 1
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(a)

(8)
(€
(0)
(€)
(F)
(6)

(#)
(1)

(3}
(x)

Y D \J NA]

b o °r bt o4 Oescription

U L] [] CENTER SEAT PAN LOAD
“.3 *.0 [] PIGHT SEAT PAN LOAD
“.3 -5.0 q LEFY SEAT PAR LOAD
‘. -5.128 -.428 LEFT LOAD L INK
“<.7 -1.0 -.628 CENTER LOAC LINK
*.7 .13 -.42% RIGHT LOAD LINK

1 13 STAT 24N ACFEMENCE POINT

Seat zero reference point is located at the center of the inter-
section 3f tne horizontal suppert and the back edge of the seat
fram.

Seat zero reference is located 4iy inches above the syrface of
the MRL Sled.

Pressure applied in the direction of the arrow results in a
positive output signai.

Seat pan load links are referenced to the center of the
moynting stud.

All angular measurements are referenced to the horizontal
support plane.

Seat fixture is shown at full down, footrest Position b and
saat pan is Position 1.

Seat Pan position is adjustable 5 inches in 1 inch increments,
and Footrest pesition is adjustable § inches 1n ) inch
increments .

Seat height is variable over an approximate S fnch range with
no fixed ;top points

Lodd Links 4, 5, and 6 are mounted with swivels on the ends
preventing possidle ¢ross-axis loading.

Testing was done with tnree seat oack angles: 90°, 1039, 110°
The upper surface of the seat pan has a siope of 659,

-I-Gy Seat Geo

Figure A - 16a
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HORTZONT

SONTAEST ASSOIELY LOAC JTLL COONCINATES
Point r r T Oescription
? 0 0 (4 CENTER FOOT LOAD
[ Q 478 -13.28 RIGaT FOOT LOAD
] [} -1.8 1328 WEFT FOOT LOAD

*fotnt No. 7 IS THE FOOTREST ASSEMELY REFERENGE

SEAT ZERQ
REFERZNCE
—

SUPPORT
FLAN?///”////\\\

COORDINATE
AXES

metry




3
LS
'

e

“° W8 1" AI{S CORDINATES OF SEAT Pan REFERENCE POINT FOR “1° AXIS COOMDINATES OF FUPYMEST ASSEMOLY
RENIRI ANO W1IMA SEAT AGICH" ADUSTMERT AMD AL YARIASLES QETERENCE PO:NT FOR ALL YARIURLC OF FOOTREST POSITION
OF SEAT PAR POSLTION :
SEAT pan #OSITION “7° Ax(§ foorRes? sdiion .
o axty DIMENSLON ! 2 } 3
\ 1 ) . s 6 o3 +4§.0 *37.0 ~50.0 59,0 «60.0 %0
! RN e ‘v’lq ye ] 0 L] L] ] 0
< a— .
st | nzs | e 1025 | s22s | s13.28 | 13.2
R IR R IR I s |0 ] ML :

74 AR(S OUMDNSIOR IS 20 INCWES RO AL CMOITTORS

SSEAT AN 1S CONTINGUSLY VARIAGLE (N THE “7° AZIS BIMEEN
TNE TOP AND §OTTOM POINTS.

ALL MEASUREMINTS ARE REFERENCED TQ THE SEAT ZERQ REFERENCE

SEAT nEIGHT
ADJUSTMENT
FOOTREST
REFERENCE

| mabe AR

Voae

H el

[

IS

vl

gl

ok

o

b-dil SEAT ZERO

oo REFERENCE

b POINT

[}

Lo

4 ]

1o \

. |:

] ]

'R

R

i

1

: H" - ——— +

: o",r L 1 \

T 0CUCOTO SEAT P

w-d [ ADJUST?

/ b . uxs AT - ——ied
- / "X* FOOTPEST
FOOTREST
ADJUSTMENT

+Gy Seat Geometry
Figure A - 16b
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s
“!
¢
, LEFT REFLECTION RIGHT REFIECTION
‘ STRAP LOAD CLLL™\ /srw LCAD CELL
L.A_
- J
:7‘ ! z?’—/
RIGNT INERTIA LEFT INERTIA
, REEL LOAD CELL Rm L0AS CELL

NOTES:

B A load cells produce a positive out-
put when their associated straps are placed
in tension.
) Left and right 1ap load cells are
Micro-Measurements, Mogel EA-06-1258Z-350,
S/N 13 and 14.

Left ana Right inertia reel load cells
are Lebow Model 3419 (3.5K), S/N 363 and

N

364.
Left and right reflection strao load
ceils are Micro-Measurerents EA-G6-12587-
350, S/M 1 and S.
Crotch strap 10ad celt is Micre-
Measurements EA-G6-1253Z-35, S/N 4G 121,
The Micro-Measuremerts cells are
cperational F-111 seat hardware with strain
'gaqdu bridges attached to measure the
oads.

RIGHT LA? » (‘

LOAD CELL
/

CROTCH STRAP
LOAD CELL

—~
g

’

LEFT LAP
LOAD CELL

A
C

.
e
s

+Gy Harness Geometry

Figure A - 16c
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S[AT DAY ASSEMULY COORDINATES

Point b o re Descrintion
] 0 [} CERTER SLAT Pro (O
H s 5.0 MR AT o
3 4.5 -5.0 09
. +5.7 -5.12% LAl
S 5.7 -1.0 CENTER L0aD it
[ +5.7 +5.13% RIGGT LOAD LINx

0. 1 1S SEAT PAN REFFFENCT POINT

(A

()
(c)
(0}
(€)
tF
(G)

(H)
(n

(9)
(K)

SEAT 7889
REFERENCE

HORT7ONTAL
SLPPCRT
PLANC

FQITRIST ASTRITY (DAD (1L COCCIINATES

Poing bt e o ht A Description
? [ v CINTER FOOT (02D
8 [} 4.5 -13.2¢ Rict 1y
9 0 -7.5 -13.2% LEFT FQuT

*Point Ko. 7 IS TRE FOOTRIST ASSEMBLY RIFERENCE

Seat zero reference point is located at the center of tne inter-
saction of the horizontal supiorti and the dack wuge of the seat
frame.

Seat rero reference is located 4! inches sbove tha surface of
the AMSL Sled.

Pressure applied in tha direction of the arrow results in a
positive output signal.

Ceat pan load lirks are referenced to the center of the
mounting stud.

All angular measurements are referenced to tne horizontal
sunpart plane.

Seat fixture is showun at full dJown, fcotrest Position & and
seat pan is Position 1,

Seat Pan position is adjustante § inches ie i inch ircrements,
and Footrest positicn is dgjustaetle ¥ inches in ) incn
increments.,

Seat baignt is vartiile over an approaimite § veth range with
nc fixed stup Loints

Load Lirks 5, 3, 37+ § ars rountsg with swivele 2n the ends
preventing possibia cross-3x17 leasing.

Testirg was ctre witn tnre2 cert 1121 uangles: 3¢, 1629, 1100,
The uppar surfice of the seat pan nas a sicde of 83,0,

SEAT PAN

AMRL SLED
Id

2

'l\ Y

& S

-y +X
1
-2

connn -t
AYLe

=G, Seai Geometry
A - 18a

Figure
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-
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x® AND TIT OALDY CORDINATES o UAT PAn ROFERENCE Potwy ¢ R SIS OAULG CUOalNATI b FOCTRPST A e
RINDPUN 3T RV SR T ALY AR ALL vARTABLE RPEL e Nrf B T L S S KUY
3 OF SEA! Fasiv " lil .
" F300 ST PONITION
SEAT vt f Ty L) P 1 » ) 4 1 [}
T AN II LHA ] ; — -
) : 3 ‘ 5 s I i I B TR I B B
T T 1T H ., .
_ '::’ 6.5 | 115 |14 | 9 s =S [ ety : ETRETIE e Lo 0 0 ) 2 o]
- =3 - + T - ;
" =5 { ' LRy hdad 1305 [N $13.2% i) ¢
x e :)Sl:'. 192 g {ou..\: b e | ez g R 4 L L i
4 *"Y* AXIS DIMCNSION IS 2 [NCHES FOR ALL CURDITIONS
3 OSEAT PAN [S CONTINOUSLY GARTABLE TN THE 1% AXIS 3ETWEEN
3 THE TOP AND BJTTOM AOINIS
b
ALL MEASUREFINTS ARE REFER=MCED VO THE SEAT ZERQ REFERENCE
f
-
SELT ~EIGHT
ATCUSTHENT
FOOTREST
REFEREN T
7 POINT
SEAT PAN
PEFERENCE
POIRT

3ELT Z%RQ

[
! '
N
1 It
vy
: vl
] [N}
[ 3 t
t
oo REFERENCE
o \ ﬂ pOINT
]
Lo E ey S
b ; feccoo c‘// *
‘ ! ] -
i ol ' ! =) " SEAT
| 1 i TR
P ! »—J\\\)/L// |
| =l
[T ' e N 4 Z/ ‘
[
N R R S - .
' :»I:----Q---——-o- 6 1 \
oy OO SEAT PAl
Lol ADJUSTHET
1 1
/ e e ne IR O SCAT - e ————ly
- / X FGOTREST &

FOOTREST
ADJULTELNT

-G, Seat Geometry
Figure A - 18b
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